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Machine for Testing the Value of Lubricants. 





We give herewith an engraving of a machine for testing the 
value of lubricants by determining their power of reducing 
friction, resisting pressure, sustaining high temperatures, and 
cooling heated journals, The machine was invented by Pro- 
fessor R. H. Thurston, of the Stevens Institute of Technology, 
Hoboken, N. J., and the particular form shown in the illustra- 
tion was designed by Mr. J. A. Henderson, a student in that 
institution. 

The machine is intended to give the co-efficient of friction, 
pressure on bearing, and temperature of journal boxes at any 
time, and the readings are proposed to be taken at short inter- 
vals throughout the test. - 

The machine consists of a shaft, A, running in two bearings, 
BB, and driven by a pulley, C. The shaft is supported by a 
standard, D D, carried on the base, EE. At the outer end of 
the shaft is a journal, F, of either steel or selected iron; sus- 
pended from this journal, and clamping it by means of boxes, 
@ G, isan arm, HH, carrying an adjustable weight, I, which 
may be changed for one of different size, or adjusted on the 
arm, as is found requisite. 

The pressure under which the oil is to be tested is obtained 
by setting up the boxes, ( G, by means of the screw K acting on 
the nut ZL, on which nut the spring J rests. The pressure per 
square inch is read off from the scale N N, which is traversed 
by an index, M, attached to the spring J. 
The friction causes the arm H H to swing” 
out from the vertical position, the moment 
of friction being indicated by the index 
on the arm 0, which traverses the gradu- 
ated arc P P. The coefficient of friction is 
obtained by dividing the reading on the 
scale cut on the arc P P by a second set of 
empirical divisors laid off on the scale N N. 
Yhe temperature is indicated at all times 
by a thermometer, Q Q, set in the upper 
brass. 

In using the machine, a small and deter- 
minate quantity of the oil to be tested is 
placed on the journal F, and the pressure 
being adjusted by the screw K to that at 
which the oil is desired to run under test, 
the machine is started at a speed which will 
give the desired relative velocity of rub- 

bing surtaces. Observations are made at 
short intervals, and recorded, until the test 
is closed by rapid heating, as shown by the 
thermometer, and excessive increase of 
friction, as indicated by the arm H H, 
swinging up against its chocks. Competing 
oils are similarly tried, and the records 
afford a perfect means of comparison. 

Thus, sewing-machine builders desire oil 


farmers are, to go on pouring forth vague declamation against 
‘heartless monopolists,” like the complaints of a meeting of 
trades union or of a woman's-rights convention. Nor is the 
plan of having “reasonable rates” of freight—or, in other 
words, the cost of a ner Ee by ajury or a commis- 
sion, which has been adopted in Illinois, very creditable to the 
intelligence of men who like to sell their wheat and cattle at 
the market rate. We have had enough in all conscience, dur- 
ing the last fifteen years, of a to set things to rights by 
the aid of medieval expedients. It is time that we once more 
began to go forward again, and tried to profit by the experience 
of past ages instead of copying it. 

he farmers’ uprising, undoubtedly, whether it be well or ill 
managed—whether it grow in its present shape into a real 
political organization, with a peter and platform, or pass 
through a cloud of rhetoric into something new—is, as we 


taken by the State itself; or, in other words, by the dozen dun- 
ning-looking gentlemen who meet in seedy black clothes in 
hotel parlors a few weeks before election, and call themselves 
“The People.” We presume there are but few persons still 
enthusiastic enough to believe that these persons or their 
agents, however they might succeed with one road in each 
State, such as Mr. ©. F. Adams, Jr., proposes they should 
carry on, would be capable of takin charge of the entire rail- 
road system of the United States. t those who are dissatis- 
fied with Scott’s or Vanderbilt’s railroad service, think of what 
Tom Murphy’s would be. In short, whatever the defect or in- 
convenience of our ent system of having our transportation 
done by private enterprise, there is no snbstitute for it pos- 
sible. A very large proportion of the talent of the country is 
now engaged in it, and we cannot afford to drive it away by 
undue State interference. In other words, the State could not 





ventured to predict a fortnight ago, ‘one of the early skir- 
mishes of the impending war, which, unless we greatly err, is 
destined to produce industrial, social, and, above ail, political 
changes in this country of the most startling description.” It 
is important enough already to make the discussion now rag- 
ing in some of our Eastern papers, as'to what the Republican 
party or the Democratic party ought to do next, seem almost 
puerile. But the new movement will not become a real politi- 
cal force until it is based on a calm and rational view of the 
— A = vee = First and a amon oS 

ifficulty of success y eennge a great rai . oes 
not seem, perhaps, very form dable to an excited orator at an 
anti-monopoly meeting, but it is nevertheless, in the eyes of a 
rational man, one of the most difficult feats of modern civiliza- 
tion. It is indeed so difficult that the supply of persons equal 


to the task is, in this or any other country, very small. Cheap 
transportation might doubtless be obtained by the States at 
once 2 Am amendment to the Constitution which would enable 
them to seize on all the railroads, and compel 


the managers to 
work them at low rates. But cheap and safe transport—if, in- 
deed, there is any cheap transportation which is not also safe— 


cannot be permanently secured by either the 
Government or corporations without good manage- 
ment Now, what does the management of 





a railroad mean? It eo in the first place, the 





selection of a small army of employees, for a oh variety of 
duties, requiring the utmost honesty, fidelity, exactness and 





of long endurance and small frictional re- 
sistance and viscosity; on locomotives an 
} oil that will bear high pressure for the 
greatest length of time without heating is 
the most desirable, éven although not as 
limpid and of as slight frictional resistance. The relative 
power of resisting high temperatures without decomposition is 
another important point which may be tested. 

Any lubricant may be tested whether mineral, vegetable or 
animal oil, tallow or mixture like axle grease. 

The only precautions necessary are not to allow the temper- 
ture to run so high as to injure the the thermometer or the 
journal surface, and to measure accurately the quantity of oil 
used. 

The form shown in the cut is that proposed for general use, 
but for extremely heavy pressures another form has been de- 
signed in which the pressure on the journal, is obtained by a 
clamp composed of a fixed arm and a spring, the spring 
being set up by a hand wheel turning a nutin the end of the 
fixedarm. In this form of the machine, the moment of fric- 
tion is measured by the compression of the spring. The es- 
sential feature of both forms is the combination in one ma- 
chine of apparatus for making simultaneous dynamometrical 
and thermometrical tests of the lubricant. 

The machine is patented by Professor Thurston, but the 
patentee announces that master mechanics can obtain permis- 
sion to construct and use iton application to him, He will also 
furnish applicants with the necessary dimensions for the ma- 
chines and with the numbers to be attached to them. 








Difficulty of Managing a Great Railroad. 





The Nation of last week, in an article entitled, ‘‘ Transporta- 
tion and the Tariff,” has the following on the Western farmers’ 
movement for cheap transportation and the qualities needed 
and often secured for the management of railroads : 


It is greatly to be hoped that the Western farmers, who are 
now so much roused against the railroad corporations, and are 
making such .a formidable show of “ Granges,” will come to 
some conclusion before long as to what they want, aud put it 
down on paper in a practical shape ; otherwise the movement 
will die out like the Know-Nothing movement, some phases of 
which it already resembles, ering the corporations stronger 
and more tyrannical than ever. Thus far, nothing in the shape 
of a policy worthy the attention of intelligent mon has been 
produced. What the farmers’ grievances are we all know ; now 
let us have the remedy in black and white, and in a form which 
will bear expression in legislation. Itis hardly worthy of sen- 
sible business men, such as the great body of the Western 











MACHINE FOR TESTING THE VALUE OF LUBRICANTS. 


mg spon and the maintenance of discipline in this army, 
y day and by night, in winter and summer, over a line of hun- 
dreds of miles, year after year. It means, in the second place, 
the purchase in the best market of vast quantities of supplies 
of all kinds of buildings, tracks and rolling stock, and the ap- 
propriation of each article to its proper purpose with the least 
possible amount of misuse or waste. It means, in the third 
place, the running of hundreds of trains daily and nightly in 
such manner and with such accuracy and punctuality that 
there shall be no collisions, and no lagging. and such fore- 
thought that no wheel, or rail, or bridge sha eer defective. 
This great, indeed we might almost say wonderful, work has 
come, by a sort of process of natural selection, to be committed 
to the hands of what is perhaps the ablest body of 
men in the United States. It is among them, and 
not in Congress or the State Legislatures, that our 
real statesmen, and commanders, and financiers are 
to be found. They are by no _ means, in re- 
spects, an admirable body of men; their influence in politics 
we hold to be bad, and almost wholly bad; but they do their 
own work, for which they are responsible before the world, ad- 
mirably well. Their business is to conduct their roads care- 
fully and profitably, and this they do; it is not their business 
to legislate wisely for the people of the United States, and this 
they neither do nor make any — of doing ; and when we 
hear of their having corrupted a legislature, or bought up a 
judge, the blame lies not so much with them as with those who 
provide cheap and a and judges. The purity of 
the legislature and the bench is our affair; the welfare of ‘ the 
road” is the affair of the manager. 

Now, the motive which influences them in giving themselves 
up to the direction of railroads is simply love of administration 
and love of money. These are perhaps low motives, but they 
are the motives by which nearly all the business of the world 
is done. There is in the present state of human nature no sub- 
stitute for them. If, therefore, we were to interfere with the 
management of railroads to such a d as to deprive their 
owners of the control of them, and of the power of making 
money out of them, the first result would be #rapid diversion 
of the capital and talent now engaged in running them to other 
pursuits. There is hardly any more doubt about this than 
about the composition of water. If the State began to meddle 
much with the cost of transportation and the regulation of 
traffic, no enterprising man would continue to hold railroad 
stock, or to work a road under the inspection of boards of 
politicians. He would sell out and withdraw. the State 
then guaranteed a certain rate of interest on capital invested 
in railroads, a large class of ‘“‘ prudent investors,” trustees, 
widows, spinsters, and elderly men retired from business, 
would doubiless keep their funds in them, as they do in 





Federal and State securities and city bonds; but this class 
does not supply administrative talent. It would probably 
not produce one man capable of opera a hundre mil 








-mile 
road, so that the management of the a would have to be 


provide as cheap and safe carriage as we now have b - 
cess within its reach, or likely to be within its seach, ont Fhe 
extension of State activity would, in the present and probable 
condition of our politics, be simply an increase of the material 


ooh of which our Murphys, Ameses, Caseys and Butlers are 
made, 





The Union Pacific and the Free-Pass System, 





A reporter of the New York Tribune recently had a conversa- 
tion with Mr. Horace F. Clark, President of the Union Pacific 
Railroad Company, with reference to the experience of that 
company in receiving applications for free passes, its former 
practice in granting them, and its present practice of refusing 


them. Parts of this conversation are extremely interesting 
We quote : 
Reporter—What induced the company to 
ati seg we pany to take this firm stand 
" —We 6 tru the abuse had becom 

strous that it was bound to come to an end. The recent eotion 
of Congress, in directing the Secretary of the Treasury to with- 
hold payment of all compensation for Government transporta- 
tion and the mail service, caused a serious deficiency of reve- 
nue. The payment of the passenger fares is absolutely neces- 
sary to provide the money to pay the ex- 
nses of running the passenger traing, 
© passenger service on this road can be 
maintained only by means of tlic passers 
ger fares. We therefore determined cn 
e thorough abrogation of the free-p: ss 
tem as one measure of economy, a d 

tt oi giving — our fares has cean 

b . 

— of servitude" rigtwle ss yo0 

porter—Are you not a i 
oy ~ will Wy diticeitios tive 
ernment or ngress b - 
friendly legislation if you eecouiat Tn the 
refusal - give the passes to official per- 


Me Clark 

. Clark—Well I do not know 

what the extent of the danger on We 
have been told that it would ruin the com- 
pany torefuse to issue free passes, but 
we know that to continue to issue them 
as heretofore would be certain ruin. We 
had to choose, therefore, between possi. 
ble and inevitable destruction, and we 
chose the former. All the excuse we 
have to give is that it was left to us to 
determine either to discontinue the run- 
ning of the passenger trains, or to con- 
tinue to run them and require the ay- 
ment of the passenger fares. We decided 
that it was best, in the interest of the 
Government, the people and the com- 
pany, to continue the passenger train ser- 
vice, and to exact the payment of passen- 


= as and take the conse-quenccs all 
* 


* * * . 
Reporter—Do you think that the Union 
Pacific. Railroad Company would have ven- 
tured to abrogate the free-pass system 
butfor the deficiency of revenue resulting 
from the withholding of the Government 


Mr. Clark—I rath “oust hi 
. Clark—I rather doubt whether it would. 
sae Te en 
r. Clark—I am afraid we should not ha 
> ae oon > poy a it. ne Sah aero coma 
porter—Wha e effect upon the general railroad inter- 
ests of the country of the free-pass syste 
throughout the United States? ee 
. Clark—Most melancholy and destructive. I i 
impairs their revenues, renders the passenger mH, ot very 
many railroads unremunerative, demoralizes the employees, 
cheats the stockholders, embarrasses the action of public men 
who come within the range ofits influence, disgusts that,por- 
tion of the people who pay their fares, and inflicts numberiess 
injuries upon railroad properties, without one particle of com- 
ee | are , 
porter—In what manner does it demoralize the em 
Mr. Clark—When by | find the executive officers o a 
poration making free with the gifts of its property, they be- 
come tempted to indulge in the luxury themselves. To give 
of one’s own means is sometimes pleasant. The giving away of 
other people’s pone is by some regarded as delightful. The 
passenger fares of a railroad corporation are as much its prop- 
=> the money in the treasury. 
porter—Will this free-pass ary be likely to continue on 
other railroads, or will it by and by be abolished upon them ? 
Mr. Clark—I really do not know. Railroads are frequently 
managed by men who have no substantial interest in the prop- 
erty. By means of giving away free passes they can practice 
liberality at the expense of other people. They can popularize 
themselves without cost to themselves, for the resulting loss 
falls upon stockholders and bondholders. Cicero mentions that 
Cataline was as profuse of the property of other people as be 
was mean and niggardly of his own. Some of our railroad 
managers are endowed with that one of Cataline’s virtues. The 
competition of competing freight lines tends largely to the 
maintenance of the free-pass system. There aro very many 
difficulties in the way of its abrogation. In this case of the 
Union Pacific Railroad there was no middle ground, because of 
the condition of the road and its traffic, between making the 
road free and exacting from all the payment of the passenger 
fares. To permit the great numbers whom business or pleas- 
ure takes from ocean to ocean to pass free because of their dig- 
nity, influence or wealth, and to —— the burden of its pas- 
senger service upon the r and humble settlers along the 
line, who are all compelled to pay their fares, was a most un- 
wise and unjust discrimination. It ought to be reversed. It is 
equally wrong to place upon the freight transportation the 
burden of a non-supporting passenger service. The abroga- 
tion of free passes and the merciless exaction of the passenger 
fares will permit the gradual reduction of the rates of freight. 
Reporter—Is this Preo-pane system common in aeons ? 
Mr, Clark—I think not. I am told that there it is wholly un- 
known. This form of mendicancy is 7 to America. It 
is the pest and peril of our railroad ystem, It cannot well be 
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abolished upon our railroads except by the concerted action of | 


the managers of the great competing lines. No single line 
would venture alone upon the experiment of abrogating it. 
The Union Pacific Railroad is as yet without a competitor to 
the West Coast, and can, therefore, the more safely try the ex- 
periment. When the Northern Pacific and the Texas Pacific 
railroads shall have been constructed, it may be that the Union 
Pacific will return to the more generous methods of former 
days and give away its perpen fares; but of one thing you 
may rest assured, and that is, that any line of railroad to Cali- 
fornia that undertakes to maintain passenger service on the 
free-pass system will inevitably come to bankruptcy. 














Trial of Smith’s Vacuum Brake. 





The following account of a trial of this brake we copy from 
the National Car- Builder for May : 

A series of interesting and satisfactory trials of this brake 
were made on the 18th ultimo, on the Newark Branch of the 
Central Railroad of New Jersey, in the vicinity of Elizabeth. 
The trials were witnessed by a number of practical railway me- 
chanics, most of whom were car-builders, who had come to the 
city to attend the regular monthly meeting at the rooms of the 
association on the Pg evening, and who had been invited 
by Colonel Ricker, the Superintendent of the road, to accom- 
pany the train with which the trials were male. The ‘soot f 
consisted of Messrs. A. Steinbach, of the Philadelphia & Read- 
ing Railroad; F. D. Adams, of the Boston & Albany; Joseph 
Jones, of the New York Central & Hudson River ; R.S. Ramsey, 
of the Pennsylvania Railroad; C. M. Bissell, I. C. Buckhout, L. 
Garey and W. M. Strong, of the New York & Harlem; E. A. 
Olmstead, of the United States Rolling-Stock Company; J. E. 
Wiggins, of the New Jersey Midland; M. C. Andrews, late of 
the New York & New Haven; G. W. Morris, of the Culmer 
Spring Cosmene, Pittsburgh; J. Franklin, of the Grand Cen- 
tral Depot, New York ; R. E. Ricker, George Hackett and T. W. 
Peeples, of the Central Railroad of New Jersey; Willis Davis, 
of the Empire Transportation Company; John Y. Smith, the 
inventor and patentee of the brake, and several others. 

The brake is controlled entirely by the engineer, and consists 
of fiexible air chambers, in cylinder form, with light iron heads 
placed under each car and connected directly with the present 
system of hand-brake rods and levers. These air chambers are 
connected with each other and with the locomotive by light iron 

ipes and flexible hose, fitted with air-tight couplings. The 
fake is operated by an air-cjector, which exhausts the air 
from the cylinders, causing their heads, to which are attached 
the brake connecting-rods, to be drawn together, thus applying 
the brake shoes to the wheels. The ejector is placed in the lo- 
comotive cab, is a simple and durable instrument, with no 
valves, pistons, packing or springs, requires no special atten- 
tion or adjustment, and may be readily attached to any style of 
engine. 

he track upon which the trials were made has been recently 
constructed, is in condition, perfectly straight and with 
low grades. The train consisted of a 35-ton passenger engine 
and tender and six ordinary 19-ton passenger cars—weather 
fair and wind with train. The track was staked off with quarter- 
mile posts, and the rate of speed taken by stop watches. The 
result of the several trials is given in the following tabulated 
statement : 








Speed. Stops. Feet 
Trials. | Miles Sean. Time, per 
per hour. * | Seconds. |Second. 
| 
1 35 520 16 32.8 | anne 
2 30 475 16 99.11 | | eee er atie° 
3 30 550 17 32.6 
4 30 520 16 32.8 
5 35 610 19 32.2 none ; 
sc’t 5ft.pr.mile. 
C 33% | 5,550 i ee 1 Sree ranuing 
toppe: acked 
7 32% 550 16 34.6 : in 21 seconds. 
8 36 597 vw 35.2 seat ea 
ngine workin 
9 sa seed 18 $2.6 im wide ops 
10 30 505 16 31.9 
ll 40 64) 18% 34.11 
12 8344 535 163g 32.4 
13 36 530 18 82.8 
14 45 700 18% | 87.8 




















The seventh trial was made with a torpedo placed upon the 
track ata point unkaoown to the engineer, as a signal for ap- 
plying the brake, the result eliciting the most unqualified ex- 
pressions of approval from all present. Each of the trials was 
highly satisfactory, and every inquiry respecting details and 
special points was readily answered by Mr. Smith, who fully 
explained the working of the brake and every peculiarily in its 
construction. At the termination of the trials, the party re- 
turned to the city, and proceeded to the rooms of the Associa- 
tion, where the views of the company were embodied in the fol- 
lowing preamble and resolution, which were unanimously 
adopted : 

«Whereas, By the invitation of Colonel Ricker, Superintend- 
ent and Manager of the Central Railroad of New Jersey, we, as 
a party of practical railroad mechanics, have this day witnessed 
a series of trial tests of the capacity of Smith’s vacuum 
brake, on a train of passenger cars, equipped with the same, 
on said road, therefore : : 

** Resolved, Tnat we are equally surprised and gratified at the 
results of the several trials of this brake, showing the ease, re- 
liability, and effectiveness of its action in the quick stoppage of 
trains st various rates of —— and under circumstances as 
various as any trial-tests will admit ; and that we herewith ten- 
der our cordial thanks to Colonel Ricker for the opportunity 
afforded us for its inspection ; and to Mr. Smith the expression 
of our unqualified approval of his brake and our confidence in 
its capacity.” : . . 

We also add the following trials made on the 17th April, dur- 
ing a heavy rain and brisk wind. Train same as above. J.C. 
Malford, engineer of both trains : 








Speed. Stops. Distance, 
Trials. Miles per hour. | Time, seconds. Feet. 
1 35 12 525 
2 35 14% 500 
3 30 16 515 
4 35 14% 455 
5 25 20 320 
6 20 12% 280 
% 3) 15% £00 
8 35 24}6 455 














No. 5. Stepped and backed in 20 seconds. 
No. 6. Engine working ahead. 
No. 8. Stopped and backed in 244 seconds. 





The Barnum & Richardson Manufacturing Company, of 
Chicago, have just completed a new building for their foundr 
in which they expect to cast 140 car wheels per day. Their old 
out from 60 to 100. 


shops turn 
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Mileage of Railroads of Each Gauge in 


Use in 
the United States. ; 





San Franorsoo, April 27, 1873. 
To tue Eprror oF THE RamroaD GAZETTE : 

I send you a table compiled, showing the different gauges of 
railroads in usein the United States and the road-bed mileage 
of each, the number of distinct corporations, the weight of rail 
per yard, average lowest and highest used on each road, as cov- 
ering a subject, I think, of practical interest to those interested 
in railroads, whether engineers, builders or capitalists. Much 
has been written on the subject of gauge by those governed by 
prejudice or interestin favor of oneor another, and the opinion 
of both parties, as it often happens, are partially correct. It is 
well and desirable at this tims, as it is satisfactory, to have 
facts in place of theories, from which we can form what judg- 
ments we please, if we desire or are interested in doing so, and 
what will particularly apply to an existing case. Statistics are 
these facts, as showing what does exist, and upon such facts de- 
cisions are often formed fora particular case, making most prac- 
ticable and desirable, under the circumstances, what would other- 
wise admit of argument. So I judge it is with railroads. What 
gauge is best, taken in the abstract, probably never will be de- 
cided and will always be a matter .of opinion, so much depends 
upon locality, resources, present trade, prospective trade and a 
hundred other reasons, as manifold as the different minds of 
men. 

There are 158 roads with a mileage of 2,622 built and 15,420 in 
progress or projected, the gauge of which cannot be ascer- 
tained. There are railroads in Canada having a gauge of 
3ft. Gin., but I can find no record of any such existing in this 
country. The five-feet gauge is almost entirely confined to the 
Southern States, though it is a question what originally caused 
it to be adopted. We have no roads in this country of the 
seven-feet gauge used on the English railways. Although an 
accident was the first cause of the ad»ption of the 4ft. 8}in. 
gauge, it seems to be the present and future standard of the 
United States. The three-feet gauge has come rapidly into 
favor during the past year, and will no doubt well answer its 
purpose. One hundred and eighty-four of our railroads have a 
weight of rail per yard of 56 lbs. Why this weight should be 
80 popular and so often chosen it would be of interest to learn. 

In this account of distinct corporations, roads leased are not 
counted. It is noticed that as compared with the ratio of 
increase of railroad mileage, the number of distinct corporations 
grows less, which to patriots and political economists might be 
a proper cause for grief and alarm. The tendency to concen- 
trate in large monopolies can not be beneficial to the country 
at large, decreasing the energy and encouragement to industry 
called forth by a greater number of medium-sized and fairly 
prospereus companies. LavURENCE BRADFORD. 


MILEAGE OF THE GAUGES OF RAILROADS IN USE IN THE UNITED 























STATES. 
Mileage. | ee | Rails, weight per yard 
iS 
: Gauge. |=5 | 
y a progress) |S“ | Average | Lowest | Highest 
Built. joceed. | FS | weight. | weight. | weight. 
i 3 | 
Ft.in.| | =e 
2.291 14 60] 13| 58 45 70 
1,698 118 5 6 | 13| 56 50 %5 
9 = 5 2%! 1/| 45 45 45 
9,431) 2,899 5 0 | 63 54 45 68 
1,862 314 410 | 17| 55 40 62 
1,625 = 4 9%) 4 58 56 60 
44 bas 4 9% 14 60 60 60 
329 163 49% 4| 55 50 56 
2 436 682 os ee 45 67 
290 as 4 8% 2| 56 58 56 
88,778, 7,795 4 836. 215 56 40 80 
20) 180 4.1} + 56 56 56 
1,018) = 4 4% 1] 56 56 56 
84 a 43/3) @ 36 56 
fF a ‘ 1 ed 45 45 45 
9 = ie 57 BT 
494! 2,497 30/17] 8 py 56 
60,423) 14,692 | 432 











[In the RartRoaAD GAZETTE of September 28, 1871, 
(Vol. IIL, page 287) was given, under the head of 
“Some Railroad Statistics,” the following table of the 
gauges of all the railroads enumerated in “ Poor’s Man- 
ual” of that year: 





No. of No. of 
Gauge raiiroads, auge, railroads, 
ST pt eras eee 2 |4 feet 9% inches 3 
= i, SO caneanesedena i thm | he 
ge % Re aera He: ; ; x O84 - 
Pe Sala aaensuaees ¢ ‘ 
eal Segre repre pe aye 
4 “ 6 “ 6 5 a) 
4“ 8 “ 5 2% a 
4 Ld 8% “ 5 “ yg “ 
4 “ 834 “ 6 1 
4 oo y “ aie 








We do not know from what sources Mr. Bradford has 
collected his information, which gives 432 corporations for 
the United States in 1873, against our 587 in the United 
States and Canada in 1871, but discrepancies in numbers 
may be accounted for by the inclusion of several corpo- 
rations under one head in’ some statements, as, for in- 
stance, the Erie works, we believe, twelve leased lines. 
There are no railroads of 6-feet gauge in Canada, and we 
believe that no 6-feet road has had its gauge changed 
since our table was made up. Yet we gave 31 roads of 
thd@t gauge, while Mr. Bradford gives but 18. We gave 
nine different gauges, while Mr. Bradford gives 17. Our 
table gave one gauge peculiar to Canada (3 feet 6 inches : 








a railroad of that gauge is under construction in Missis- 


sippi), but omitted the 5ft. Gin. gauge, which was at that 
time the common gauge of Texas and West Louisiana. 
But Mr. Bradford gives no 5ft. 9in., 4ft. 9Zin., 4ft. 6in., 
4ft. 54in., and 4ft. 34in., all of which we found given in 
Poor’s Manual, while he gives 4ft., 4ft. lin., and 4ft. 
44in., which we did not find nor give. 

Mr. Bradford’s table of lines “in progress or project- 
ed” one will do as well not to put much faithin. We 
can bear witness that the miileage “ projected” is very 
much greater than he names, and much greater, we think, 
than the existing mileage. But we have learned to place 
little faith in a projected road, and not fully to believe in 
one—for counting purposes, at least—until the rails are 
down.—EpiTor RatLRoaD GAZETTE. 








California Freight Rates. 





To THE EpITor oF THE RAILROAD GAZETTE: 

I believe the impression pretty generally prevails—at least it 
is studiously inculcated on this side by certain parties hostile to 
the railroad—that freight rates in California are exorbitantly 
high. The way to determine that matter beyond dispute is’ to 
take a given number of railroads in the Central States, with a 
supporting population somewhat approximating that of Cali- 
fornia in density, average the freight rates on them, and place 
the average in a table opposite the rates charged by the Central 
Pacific Railroad. Let us take, for instance, the Illinois Cen- 
tral, the Hannibal & St. Joseph, the Chicago & Northwestern, 
and the Union Pacific railroads. Then take given distances on 
each, the rate for one ton per mile, and the rate for 100 pounds 
the whole distance, and the table will stand as follows : 
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STEAM VS. HORSEFLESH. 


Probably there never was on the continent, outside of the 
supply trains which followed our armies into the rebellious 
Confederacy, so extensive, so well organized, and 
so homogeneous a- system of wagon-freighting as 
existed in California in the best days of placer 
mining. And certainly there never was raised on earth 
such a prolonged #nd dolorous ululation as the teamsters and 
mountain hotel keepers have raised and keep up to this day 
over the decadence of that system in consequence of the con- 
struction of the transmentane railroad. Let us compare the 
rates charged in those days, as estimated by Messrs. Whitney 
& Co., one of the largest shipping firms of the State, with those 
now prevailing. We will take the route between Sacramento 
and Virginia City, Nevada. It would not be fair to go back to 
the ‘flush times,” when a man got $16 a day for common 
labor, and the charge for an operation for cataract was $2,000, 
but we will begin with 1862. 

In 1862 the rates per pound were 44@5c., or $90 to $100 per 
ton ; June and July, 3}@4c., or $70,to $80 per ton; August, 3@ 
4c.; September ano October, 43, 5@53.; November and Decem- 
ber, 6@7c.; January 7@10c., or $140 to $200 per ton. Flour and 
grain were jc. less per pound. 

In 1863, February and March, 7@8c.; April, 6@7c.; June, 
6@8c.; August, 34@41c.; September, 5@6c.; October, 44@5c.; 
December, 7@8c. Flour and grain jc. less. 

In 1864, February, 6@7c; ; May, 4@5c.; August, 3@3%c. 

In 1866, the railroad line over the mountains having reached 
Alta (altitude 3,612 feet), the rates were about as follows: Sac- 
ramento to Virginia, $2.60 per hundred, of which $1.824 was for 
the route to Alta. 

These averages are made upon fair-paying charges and 
steady prices. The fluctuations caused by temporary opposi- 
tion, or the necessities of teamsters who drove to the plains to 
winter cattle and took “ back-loads” at nominal figures, are not 
considered. We now come to the railroad rates. _ 

June 19, 1868, the Central Pacific reached Reno, Nevada, the 
point of departure for Virginia. From that date to July 1, 
1869, the rates were $23 per ton; to January 1, 1872, $18.50 per 
ton ; to date (and it is given out by authority that the rate will 
go no lower, except at the option of the company) $18.80 per 
ton. 

From Sacramento to Virginia the distance is 230 miles. We 
have seen from the above tables that the maximum rate per 
wagon was $200 per ton, in January, 1863; the minimum, $60. 
The maximum railroad charge was $23; the minimum, $18.50 
—to Reno, whence there is a railroad to Virginia, about 25 
miles long, the charges on which I do not know. 

And the company also favor the silver interest of Nevada, in 
the matter of transportation this way. Thus, base metals, car 
lots, $8.10 per ton ($81.00 a car-load) ; ores, car lots, $5.85 per 
ton ; while household goods are charged $139 per car-load ; and 
agricultural implements, furniture, etc., $163 per car-load. 
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Report of the Lake Shore & Michigan Southern| Including this issue of bonds, the annual charge for interest | 1870 














ene sonenen OO ee. 
Railway for 1872. on hp honced: deus, aad teenns, ee Re CES Total—three years. ...... 02.20.0065 seceeecenee $9,961,162 59 
BaRuines—1872, For additional equipment : 
. ‘ eae PER IOND, «0 s.c0bneederecsonem eXsee>enil $12.613,499 35 Engi 
The President and Directors of the Lake Shore & Michigan | From passengers........--..- 4,163,513 76 1972 —_ Care. 
Southern Railway Company respectfully submit to the stock- | From all other sources 814,616 35 j 871 seta ye a ree ta <itiladeaeenaaraists $1 —_ 4 
holders the following report for the year ending December} ert eit cca Wee oe __ ane 654,300 45 
é : WUD :05sinsvbcces sacbonusisasncbedeubessesocdseess 591.629 4° Bere Wri, Pe 
aa HISTORY OF ORGANIZATION. m Operating expenses and taxes—67 per cent .......... 11,080,525 62 - wee ee ss IR $3,909,564 @5 
; 6 Company is a consolidation of the following roads : Mee ceseeeee $5,752,103 84 GENERAL CONDITION OF THE ROAD 
: . ; — ; Interest on funded debt, leases, ete........ 039,803 31 a - . 
= Baio 0 Bute ise Sninest—-ceentne Sas Dividends—10 per cent. on guaranteed ai™ In addition to the new construction, the renewals of track 
theState line of PORBOMIVEDEE.. 0.220005 Ae ee 68 miles, 8 per cent. ou common stock—and in- and equipment have been sufficient to make good the annual 
bh trie & Northeast Railroad—extending from the State stailmenta of scrip..............2seeeeeee 3,519,446 00 — There has been charged to operating expenses 
, ccc eee ea * OR nis aindik: Gasscinintateuhcis tnantahasiben $5,559,249 31 | 2 O°t*? 
, tees rertaae ia dial saerd ae rlancigeeir baat eee >| Sauen heres Pees ——_——_-——_ | New locomotives, to replace those old and worn out............ 19 
These two roads were consolidated, under the name of the Surplus Sor the POOP, ....000< weorccccecccoessse $192,254 53 | New cars, to replace those old and worn out.. oo teeeese 256 
7 Buffalo & Erie Railroad Company, in the -year 1867, in pursu- Miles track renewed with steel. > 
ance of laws of the States of New York and Pennsylvania. oo ——--S> neecccrccrcecce- cocccscoessccooeces ee S Miles track renewed with iron........ 163 
The Cleveland Painesville & Ashtabula Railroad—extend- pm ae... “ee ceeereesere ier eoo do | Wiles track renewed with repaired iron 168 
ing from the city of Erie,in the StateofPennsylvania,to =f een tcrncncsere eee es Total mil 
the c ity of Cleveland, in the S.ate of Ohio .........--+.- 95 miles.| Increase in gross earnings 1872 over 1871, $2,793,654.39, of | 45;),5°'#! miles track renewed........... innabsane seseebsenades 4 
The Cleveland & Toledo Railroad—extending from the city which $2,462,146.42 was from freight, $213,639.93 from passen-|~.°" ©! BOW Ues.......-..-- teseeesecesesesscesersessesaseees alt 
of Cleveland, in the State of Ohio, to the city of Toledo, gers, and $117,868.04 from other sources. We enter upon the year 1873 with the road and equipment in 
oa Guate ak ae, Dre eccevcrcccccccscepeosscons 113 miles. The increase in freight earnings is 24} per cent.; but as the better condition than at any previous period of its history. 
a x ee 6 ee ——- om average rate per ton per mile is less than the rate of 1871 (be- Me We on phew yo Buffalo and Toledo, where the service is the 
t ae i Oe ene ae : ‘ ing 1.37 cents in 1872 against 1.39 cents in 1871), we moved 26} | heaviest, about three hundred miles of steel rail. 
~y : Ohio, to Millbury (junction with_ S eet, tents tees er ahitemn tiaie nani There is need of further equipment, to carry the great 
> — ine near TOledO)........sseecseeeeeeeeeeees oseeccee 1634miles. Pere d ‘ean wantin Be iin Mak tales Bite, of és ars, | increase of. business offered to us and pressed for our accept- 
hese two roads last mentioned were consolidated, under the 2 ge walk ngs J : ae > Fee 
j th : : : 4 tended downward go steadily and so rapidly that the rate | #0C°- 
> name of the Lake Shore Railway Company, in March, 1869, pur- per ton per mile in 1872 is but little more than half the rate of We shall proceed with the construction of the new second 
; reer = the — of the States of Ohio and Pennsylvania. 1868 ons Soteees Sees ont Chicago . goon as arangar seg and 
e Michigan Southern & Northern Indiana Railroad—ex- Th i : 8 uring this year make various improvements, which can- 
4 tending from the city of Toledo, in the State of Ohio, to a ascertained results are as neaie’ a t to not fail to result 9 increased efficiency and prosperity. 
2 = city pag in - a of Illinois .............. 244 miles. an 45 Sones tthe ener er eeeeeeeeeeenes 234 cents per ton per mile. btntemente of > Ger 4 and operation bm yreanes in detail, 
is road was consolidated with the Lake Shore Railway | ja;q 0), “ “ “ 6 financial condition o company, and the transactivus of 
A Cuennet, under the name of the Lake Shore & Michigan erin: Heteeretes veoene aceanetenieaaa “ “ “ the past year, in all departments, are hereto appended, 
- Southern Railway Company, in May, 1869, pursuant to the laws | 1872................ Apecickcophannknineaees 13% “ 55 * The President and Board of Directors renew their acknowl- 
‘ of Pennsylvania, Ohio, Michigan, Indiana and Illinois. ad ived the rate of 186 il edgment of the energy, fidelity and ability with which Mr. J. H. 
. In August, 1869, the Buffalo & Erie Railroad Company was| Had wo received the rate of 1868 (2.43 cents per ton per mile) | Devereux, the General Manager, has discharged his responsi- 
‘ consolidated’ with the Lake Shore & Michigan Southern Rail- | 07 the immense tonnage of 1872, the earnings from freight | pie qut 


way Company, under the vame of the Lake Shore & Michigan | Would have been $22,133,781, instead of $12,613,499, yielding— Charles Paine, Esq., General Superintendent, has also exe- 
Southern Railway Company, pursuant to the laws of the States instead of barely 8 per cent. upon the capital stock—28 per | cyted the duties of “his office in a manner entitling him to 
‘ of New York, Pennsylvania, Obio, Michigan, Indiana and Illi- | C¢* h ly di ’ fr t. | marked recognition. 
nois, thus forming a continuous hue of railway, 540 miles in| , These figures thoroughly disprove the assertion, so frequen The other officers of the company have, without exception, 
length, besween the cities of Buffalo, in the State of New York, | !¥ aud so falsely made, that railroad companies make extortion- | borne the unusual labors of the past year in a manner entitling 
= and Chicago, in the State of Lilinois. ate rates for their own benefit and against the public interest ; | them to special praise. 
This company owns branches as follows: and they establish the fact that the policy of this avy oy has| We expect for the year 1873 a atill further development of the 





‘ been to steadily reduce the rates, as rapidly as could be safely ; ; 

eae ke ae 5 ae Sjanction with 36 miles. | Gone cunaistently with the maintenance of the property in good = - —— yoo chow on te» 
. main line).............. nd i 76%miles, | CONdition ; and this has been accomplished notwithstanding the | creayed earning of $690,000 over the corresponding months of 
Toledo, Ohio, to Eikbart, ind. (Air Line) ...227222222 2225131" miles. hia f ae increase of taxation in the six States through | 1979. y 

Adrian, Mich., to Jackson, Mich............. 46 mi.es. | WIC © road runs. | 4 
Adrian, Mich., to Monroe, Mich ED a TE 33 miles. But for the substitution of steel rails for iron rails in renew- We have no reason to doubt that this ratio of increase will 


The following roads are under separate organizations, but | #!8 of the track, the low rates of 1871 and 1872 could not have TE “a cretense that we give to the stockholders re- 
the capital stock thereof is owned wholly by this company : been submitted to and dividends maintained. ‘ newed assurance of the permanent, substantial and increasing 
The Deteokt, Menses & Yelede Rabind<tatentien 6 It has become evident that low rates must prevail, and that @ | value of their proj erty. . 

Toledo, in the State of Ohio to the get Deeels, in trunk line like this must depend for its prosperity upon the in- 

















| Pin Bikte OE MAO... o.5c:sccnenncdinadecn Bota cche 65 miles. | crease of the volume of its traftic, moved on double track steel ee Horace F, Cxarx, President. 
- The Kalamazoo & White Pigcou Railroad—extending rails at a moderate rate of speed. CLEVELAND, May 7, 1873. . 
White Pigeon, Mich., to Kulamazoo, Mich........ ... 3% miles.| The reduction of the fraction of two one-hundredths of one , . 
The Northern Centra: Michig .u Rui.coad—extending from cent per ton per mile resulted, in 1872, in a loss to our net rev- seems 872 1871 
Jonesville, Mich., to Lansing, Mich...........cccceecees 60 miles. | enue of $182,000, which of itself accounts for the increased per- 4 o 
; z 9 ‘spice Wea BAR... .0.c000000e seseceveceess $12 613.499 35 = $10,151.352 93 
The following roads are operated by this company under | centage of operating expenses, not mentioning the very con-| from passergers..........-. -»-+++« -. 4,163,513 76 3,949,873 83 
leases : siderable otmase hee ne ——— = all — ae IE i. ccsccsanonascenaeeans 3°6 591 92 285.460 £9 
The Jamestown & Franklin Railroad—extending from iron and steel) established early in 1872 and maintained through | From mails..............2+.seeeeeeees 237,985 55 169.983 74 
Jamestown, Pa. (where it connects with the ‘Ashiabula the year. . From rents. ...........---. oe eee OSs 6 es 06 
_ Bekah), (OR OUNE TPR ices. <<<ctcecssoecnianein.ecses 61 miles.| | ‘The earnings from passengers show an increase of $213,639.93, | From sixty per cent. earnings James- ‘ 
This company has a large proprietary interest in this road being 5} per cent. This is mainly from through business. wan a _a Gime 1h ua ol MAO BOS Of 
and operates it under a lease for 60 per cent. of the earnings. ' | 2 2¢ earnings from this source, so farin 1873, show a gratilying en ren nT ene ———— ss —_ -_— 
¢ 4 a a i increase. : : »s fF |. & MMBR VBR RLE RD e ween cree eeeeeeeeee 7 3 
oa See ee ot See on on The average rate per mile in 1872 on all passenger business eaaiaanne —- 
s fiithe Baneaune. din nea t+. | Was 2.59 cents, against 2.79 cents in 1871. RADU ats stsnnienccosovaesinns $2,793,654 39 
a The terms of this lease are, the payment of interest on bonds me 
7 and stock amounting to $103,800 per annum. ~~ necpcord eemeann 
8 That portion of our main lie from Toledo, Ohio, to Adrian, | _ The great work of building the second track from Buffalo to | General office expenses............... $193.612 89 $182,196 29 
r Mich., 33 miles, was acquired by a perpetual lease from the | Cleveland, 183 miles, also the 32 miles of new second track be- | Conductors and trainmen........... - 681.884 94 596,957 08 
h Erie & Kalamazoo Railroad Company, by the terms of | tween Cleveland and Toledo, is completed. . yee apr eg Bile Pathcenk 1,o0t 863 Po 1,451,00. 08 
a which this company pays the sum of $30,000 per annum. This gives the company practically a double-track railroad Telegpaph sapeice end cupglics hae "81239 44 7303 3 
: Under a contract with the Cleveland, Columbus, Cincinnati & | from Buffalo, 440 miles westward, to Elkhart, Ind., 100 miles | Gi. jight accouut... ........ ....2... 34,094.59 22'015 23 
iy Indianapolis Railroad Company, this company has the right to | east of Chicago. 4 . Repairs engines and tenders.......... 799,861 O1 618 908 04 
be to use their track between Cleveland and Berea (12 miles) for| Of this second track, 186 miles was constructed in 1871 and | Repairs cars.......... .. .. 961,107 57 878,451 14 
é all passenger trains, at an annual rental of $42,000 for 60 trains | 1872, at a cost of $3,169,727. Repairs roadway and track. 762.777 90 1,506 143 37 
per week ; for any trains beyond that number, $8 per train. In this work steel rail has been for the most part used. Repairs bridges ........... 151,20 14 84 342 79 
y The whole number of miles of railroad owned and leased by | _ Great credit is due Charles Collins, Esq., the Chief Engineer, | Kevairs fences... .... 121.319 66 95 240 96 
" this company is 1,136. * | for the rapid and economical construction of this track. It was | Kevairs vuildinge and fixtures... ccna ae ae a 
0 The company now has 222 milesof double track (independent | done while the single track was burdened with sixty trains per | V4.) consumed........... ..c..cec.., 1,449,481 75 1,109,072 64 
7 4 of its doubie lines between Cleveland, Ohio, and Elkhart, Ind.,), | @4y, and yet not one single accident hae occurred to these | vi) and tallow....--- ----.s+.-s-.+2e. 162 824-66 “151.657 67 
0 and in addition 310 miles of side tracks, trains by reason of this work, and délays have been almost un- | Waste and rags....................... 44.059 09 7.257 28 
a During the year 1872, the Northern Central Michigan Rail- | known. = , . | Office, train and station supplics...... 242,951 44 16y,971 22 
. road was opened from Jonesville on our main line 70 miles west | The great advantages arising from the construction of this) Damage and loss of freight and bag- 
of Toledo to Lansing, the capital of Michigan, a distance of 60 | 8¢cond track are already realized, in the steady and efficient | _gage...-...-......--....-. »-..--.. 372 10 66,672 07 
miles. : movement of the large business of the past severe and pro- —_ > af and cattle killed. snene = 15,662 63 
r This company has made large advances in aid of the con- | tracted winter. ni RUINED occe cxsoscenceces, 28 070 45 Se 544 99 
2 struction of this road, and now controls and operates it. It is| In addition to the new second track, there was laid in 1872 53 | ow York office........-.--..s..e.--s- 6.743 50 13,803 61 
known as the Lansing Division of this road. miles of side track, at a cost of $1,025,328.77. : . DRIED, vnncont, nbovosenns ‘ 68 671 51 BiH5S 22 
- noussenans ‘The average cost. of second track and side track, including | Outside agencies and advertising 209 803 67 225.533 
d ; : . : widening of masonry and purchase of additional right of way | Contingencies 32,29.) 03 22.142 13 
During the year 1872, the equipment was increased to the ex- | where needed, was, in 1871 and 1872, $22,000 per mile. Insurance ... 50 00 185 40 
tent of 72 new engines and 1,718 new cars of various classes, at The Northern Division, from Elyria, Ohio, via Sandusky, to | ire of cars.. 487.580 70 324,152 21 
8, a cost of $1,953,852.90. the junction with the Main Line at Mulbury, near Toledo, was ——— 
4 The equipment at the close of the year 1872 stood as fol- | completed early in 1872, at an expenditure of $309,881.25. Total a, a —. peetiege ¥ 65 $9,433 295 43 
lows : cost of a es. ag aggre st a a , county WD see, 906,408 dbl 346,510 89 
MOI a5 05s.05 04555: nn cndai sana badapsnwean caseenceese aus 41g} The Ashtabula Branch was also completed in 1872, at an nses : 
A I IE CLOT NEEL 243 | expenditure of $224,498.60. Total cost of this branch, $1,161,- Toth apesnting expe ond taxes. $11,000,005 @8 $ wena 86 ; 
d PRGERG OUND GN GIRGN OR. seis icin ecincaseciics 04k .dcenedsceesces 9,025 601.37. : : Net carmings........-ccc..sesse- $5,752,103 84 $5,018,168 84 
C- CAPITAL STOCK. In the work of the substitution of stone and iron bridges in | Percentage operating expenses and 
r 


The capital stock of the company is $50,000,000. Of this sum 
$533,500 is the 10 per cent. guaranteed stock of the late Michi- 


was expended in 1872 $811,877. 








place of wood, now nearly = on our Main Line, there 


taxes........ eee 


OOo een e ewe neeeees 


Rp eemmerbad rend 7! aay a This shows an increase in 1872 over 1871 of 24] per cent. in 
an Southern & Northern Indiana Railroad Company. The eae ee ; freight earnings, 5} per cent. in passenger earnings and about 
d acim of the holders of a portion of this stock for dividends conjointly by this company and the Chicago, Rock Island & - "tam ae ~ 


5 ‘vi 13 | Pacific Railroad Company, was vigorously pushed in 1872, at an |17 per cent. in other earnings, the increase in total earnings 
0 por litigation. ek Sees See ey eee a — of $144,179.42. We expect to occupy this | being 18 per cont. Meanwhile, the increase in working ex- 
i i e ay 1, . xes Wi Y i i i 
rt Pn an one Soe released on 3,506 shares, leaving 1,629 t the junction of our Main and Air Lines, just west of 608 pepe ot - hae ge “4 omng on Sheseees & ae 

Since the consolidation of 1869, dividends have been regu- Toledo, on a tract of 187 acres owned by this company, a large ne re or 25 por cont, 
m larly paid at the rate of 8 per cent per annum—4 per cent. Feb- distributing freight yard has been arranged, with ten miles of | The Engineer's table of road operated shows that the exten- 
ruary 1, and 4 per cent pt ear 1 ae ear, it — an ee . — LA By Pony tm sion of the North Line from Sandusky to Mulibury was opened 
’ = : <p aay enabling us to make up trains of thro’ ~ Iara 5 ° ; 
r eat = Lp yerss —— pt len Bt ebruary 1, and 5 per| on¢ Qesliaations, and fo run them directly past Toledo, instead May 5, 1872; the 36 miles of the Ashtabula & Jamestown 
il a P — of halting them upon the crowded and inconvenient “ Middle Branch, August 4; the section of the Lansing Division, from 
BONDED DEBT. Ground,” as heretofore. ; Jonesville to Albion, June 22; Albion to Eaton Rapids, Septem- 
ir The bonded debt of the company now stands as follows : The now grain elevator at Toledo, in place of the old elevator | }...99 and Eaton Rapids to Lansing, December 8, while the 
L. S. & M. 8. Railway... .$24,971,000 Annual interest. . ..$1,747,970 | “‘ B” destroyed by fire, is approaching completion, ard will be cg a ager tpn cot haan ’ 
° Detroit. Monroe & Toledo.. 924,000 Annual interest.... . 64,680 | in operation yA ay 1. — — operated during the year was 1,061 
) White Pigeon & Kalamazoo 600,009 Annual interest... 44,000| |New round-houses have been erected at Buffalo, Ashtabula | miles. 
r ———— | and Air Line Junction. ‘i MILEAGE STATISTICS, 1872. 
). Total........... $1,856,650] Other new structures, imperatively demanded by the in- — oo Sas 
0 To provide for the large expenditure required to complete the | creased volume of basiness, such as water tanks, depot build- janes veh d met | sa 0 1872,...++0000-2eeeeeeeee 1,061 
5 new double track from Buffalo. to Elyria, Ohio, and to procure | ings, grain houses, coal platforms, etc., where none existed Operating ane een Bee oat wali ad task aoe KT 
the additional equipment, etc., the board of directors author- | previously, have been erected. — : ee oe 
ized the issue of bonds to the extent of $6,000,000. The bonds} The expenditure for these items of construction in 1872 Net earnings per mile of road—33 per cent............+. $5,505 
. are dated October 1, 1872, and mature October 1, 1882. A sink- | amounted to $474,910.43. . Mileage of Trains. : 
ing fund provides for the retirement of 10 per cent., or $600,000 | ‘There is much more work of this character yet to be donc. — piiieome 7,121,795 mil 
r annually. The bonds bear interest at the rate of 7 per cent. e — ~ for te le et ri — at ate er and addi- gent ee ea ee. ae 4 
r er annum, payable April 1 aud October 1. $235. of the | tional laud required at Chicago, Toledo, etc., was p' r train mile—67 pe <r" Aliae Siete 
4 $5 000,000 BE — Ba suseunan eaunae tae . 1872, ata pee oo f $167,906.74. Operating expenses per train mile—67 per cent............. 4 21 





The balance, $5,765,000, are being sold in 1873, and avails used 
to pay the temporarv Joans made to enable the company to 


The entire outlay for construction was : 








press vigorously the construction of 1872. 





se eeeeeee Perr e errr 


ce Ah OOO 504,217 99 | Passenger trains run........ 2,640,844 mil 
3,343,383 70 


Net earnings freight trains per mile 

















198° 


THE RAILROAD GAZETTE. 








[May 17, 1878 












Operating expeuses per train mile—67 per cent. sha eaunae 1 21 
Net earnings passenger trains per mile............... $0 60 
Freight earning reveane—tons carried one miie 919,855,195 
Earnings per ton per mile..........-..... cents, 1.37 
’ Cost per ton per mile—67 per cent........ ** 0.92 
Net earnings per ton per mile—33 per cent....... “045 

Freight not earning revenue (being for use of the compa- 
ny)—tons moved in freight trains one mile..............- 29,129,012 
Cost, at 92 100 of one cent per ton per mile..... ....... $267,987 
Passengers—uumber carried one mile.........----...--00+ 160,585,403 
Earuiogs por passenger per mile........ ........+06+ cents, 259 — 
Cost per passenger per mile—67 per cent...........-- “ 1% 
Net earnings per passenger per mile—33p.c... ‘ 0.8534 


There were 664,945,394 tons of east-bound freight carried one 
mile, at an average rate of 1.27 cents per ton per mile, earning 
$8,419,063.20—nearly one-half of the gross earnings of the year. 
West-bound freights amounted to 245,909,801 tons carried one 
mile at an average rate of 1.66 cents per ton per mile, earning 
$4,076,635.57—or less than one-fourth of the gross earnings. 
Neatly three-fourths of the tonnage is thus seen to have been 
moved eastward. This is an increase in tonnage mileage of 
about 25 per cent. on east-bound and the same on west-bound 
freight. The average rates per ton per mile fell from 1.35 cents 
to 1.27 cents on east-bound, and rose from 1.50 to 1.66 cents in 
west-bound freight, making an average reduction from 1.39 to 
1.372 cents per ton per mile. 

COMPARISON OF RATES EARNED FOR FIVE YEARS. 











East-bound. West-bound. Total of 
| through 
Year.|| : and way 
‘| Through | | Way Through | Way freight. 
|| freignt. | freight. freight. freight. || 
a as | | 
1868 1.56 3.49 2.02 4.07 | 2.43 
1269 || 1.49 3.68 1.78 405 || 2.34 
1870 | 1.13 2.67 1.53 2.84 | 1.50 
187: || 1.17 2.35 1.18 2.26 1.39 
1872 | 1.13 2.04 1.49 2.01 | 1.87 














The report contains a copy of acontract between the Lake 
Shore & Tuscarawas Valley, the Cleveland, Columbus, Cincin- 
nati & Indianapolis and the Lake Shore & Michigan Southern 
companies, by which the last two companies are to have an in- 
terchange of traflic with the first in consideration of their ap- 
plying 40 per cent. of the gross receipts of all traffic received 
from and delivered to said road by them to the purchase of the 
first company’s bonds. Also, a copy of a contract between the 
Mahoning Coal Railroad Company (of which P. H. Watson is 
President) and the Lake Shore & Michigan Southern, by which 
the former company secures the right to run its trains from its 
northern termiuus at Andover over the Ashtabula & Jamestown 
Branch of the Lake Shore road to Ashtabula, dividing earnings 
in agreed proportions, while the Lake Shore applies 40 per cent. 
of the gross earnings of traffic to and from this road to the pur- 
chase of the Mahoning Coal Railroad’s bunds, and has the prior 
right to lease or purchase the road. 








Train Accidents in April. 





We give below a record of all the accidents to trains which 
we have been able to get trace of, including probably most of 
those which have caused death or severe personal injury : 


Early in the morning on the Ist, a freight train of the In- 
dianapolis & St. Louis Railroad ran off at a switch near the Van- 
dalia Line freight house in Indianapolis. 

On the moruing of the 1st, near Norwich, N. Y., on the Utica, 
Chenango & Susquehanna Valley Division of the Delaware, 
Lackawanna & Western Railroad, the rear truck of the tender 
of a south-bound express train jumped the track just in front 
of a swing bridge. 

On the morning of the 1st, near Cumberland, Ind., on the 
Pittsburgh, Cincinnati & St. Louis Railway, an entire express 
train was thrown from the track by a broken rail, and the 
drivers of the locomotive were wrenched off. 

On the 1st, an east-bound freight train on the Pittsburgh, 
Washington & Baltimore Railway, ran into a mass of earth aud 
rocks that had fallen upon the track near Puilson’s, Pa., and was 
thrown from the track, several cars being telescoped. ‘The en- 
seman jumped, but fell under the engine and was fatally 
injured. 

On the afternoon of the ist, at Mineral Point, Pa., on the 
Pittsburgh, Washington & Baitimore Railway, a train was 
thrown from the track, and the fireman in jumping had his 
foot crushed under the wheels and died of hia injuries. 

On the evening of the 1st, a north-bound freigbt train on the 
Delaware Railroad ran off the track at the Dover depot and was 
delayed an hour and more. 

On the.night of the Ist, a mile and a half north of Ridgefield, 
Til., on the Wisconsin Division of the Chicago & Northwestern 
Railway, the engine and baggage car of an acccommodation 
train went into the ditch, the engine turning bottom up, and 
all cars lett the track, which was blocked nearly 24 hours. 

Early in the morning on the 2d, a freight train on the Erie 
Railway ran into the rear of a coal train which had been de- 
tained about a mile east of Port Jervis, N. Y., destroying the 
caboose and a number of coal cars. ‘The caboose caught fire 
and was burned. 

Early in the aoe the 2d, two coaches of a through 
train from Chicago on the Indianapolis, Cinciunati & Lafayette 
Railroad were thrown into the dite 
side of Cincinnati. 

On the 2d, at Spring Creek, a few miles north of Abbeville, 
Miss., on the Mississippi Central Railroad, as a freight train 
was backing upon a siding, the cabvose and two cars left the 
track at the switch, and the caboose fell over and killed the 
conductor. The switch was out of order. 

On the afternoon of the 2d, at Ischua, N. Y., on the Buffalo, 
New York & Philadelphia Railway, as a north-bound passenger 
train was within about 300 feet of a bridge over Ischua Creek, 
the driving-wheels left the track, and before the train could be 
stopped tue engine struck the bridge, knocked it down, and 
fell with it into the creek. The baggage car caught on the 
abutment. The engineman and fireman saved themselves by 
jumping. 

On the night of the 2d, a freight train on the Erie Railway 
ran off the track between Deposit and Hancock, N. Y., and 
blocked the down track about six hours. 

On the morning of the 3d, the engine and tender of a south- 
bound passenger train of the Richmond, Fredericksburg & Po- 
tomac Railroad jumped the track in the city of Richmond, Va., 
on the track which connects that road with the Richmond & 
Petersburg. 

On the 3d, near noon, as a south-bound mail train on the 
Harlem Extension Railroad was passing Hunt’s Crossing, half 
a mile north of Bennington, Vt. the track spread, and, the 
engine, tender and a muk car having passed safely, the bag- 


by a broken rail, just out- 


gage car, mail car and a coach went off and down a bank 12 
feet high, the coach landing bottom up. Eight persons were 
injured. 

On the 3d, at Monmouth Junction on the New York Division 
of the Pennsylvania Railroad, there was a collision between two 
freight trains which caused considerable damage. 

On the afternoon of the 3d, at French Village, Ill., on the St. 
Louis & Southeastern Railway, about seven miles east of St. 
Louis, a passenger train of three coaches was slacking up to 
permit a freight train in front of it, which was nearly at a 
halt, to enter a switch and let it pass. A construction train 
was following the passenger and kept on at full speed, siriking 
the rear of the passenger train, shoving that train against the 
freight in front, breaking into the rear coach and breaking its 
own engine so that the last-named coach was filled with scald- 
ing steam, The conductor saw the approaching construction 
train and warned his passengers tojump, but it was too late 
for many of them to get out. Two passengers were killed, 
both while jumping out, and ten were more or less injured. 
All three trains were moving westward. The engineman of tho 
construction train is blamed, as the passenger train had passed 
him not long before. 

The coroner’s jury brought in the following verdict : 

‘That Conductor Michael Ward and Engineer John Fanning, 
of the construction train, are grossly and culpably negligent, 
the conductor for starting out after the passenger train had 
passed him ahead of time, and the engineer for running at too 
great speed ; also, that the conductor of the passenger train 
neglected his duty, and violated the rules of the road in not 
sending out a flagman to warn the construction train of impend- 
ing danger; also, that the railroad company is somewhat re- 
sponsible in not informing the conductor of the freight of the 
discontinuance of certain trains, thereby detaining his train 
and occasioning the accident.” 

The engineman of the construction train was arrested, but 
its conductor could not be found. 

On the evening of the 3d, there was a collision between an 
east-bound express and a west-bound coal train on the Inter- 
colonial Railway uear Truro, Nova Scotia, ‘by which the en 
gineman and baggage master of the express were killed, no 
passengers being idjured. 

On the night of the 3d, as a west-bound express train on the 
Hannibal & St. Joseph Railroad was running between Chilli- 
cotheand Utica, Mo., the Pullman car ‘* Macon” at the rear of 
the train caught fire and was totally destroyed. It was old and 
worth perhaps $8,000. 

On the night of the 3d, at Weisburg, Ind., on the Indianapo- 
lis, Cincinnati & Lafayette Railroad, two cars of a freight train 
were thrown from the track by a broken rail, and the road was 
blocked about three hours. 

On the night of the 3d, seven cars of a freight train on the 
Erie Railway ran off the track at Lordville, N. Y., and blocked 
the road seven hours. 

On the morning of the 4th, a collision between a passenger 
and freight train occurred on the Grand Trunk Railway, near 
Norton Milis, N. H., in whicha passenger car was wrecked, but 
no one was hurt. 

On the evening of the 4th, the engine and tender of a south- 
bound passenger train on the Chicago, Dubuque & Minnesota 
Railroad jumped the track near Eagle Point, Iowa, where a 
great rock from an overhanging bluff had rolled across the 
rails and bent them out of place; they broke loose from the 
cars and plunged down the steep bank into the Mississippi, in- 
juring the engineman and fireman, the latter dangerously. The 
baggage car ran into the bluff on the other side of the track 
and the trucks of the coaches, with the exception of the rear 
truck of the rear coach, left the rails. ' 

On the night of the 4th, nine cars of stock were thrown from 
the track of the Chicago & Northwestern Railway near Morri- 
son, Lil., blocking the track six hours. 

On the night of the 4th, just north of Leavenworth, Kansas, 
on the Pacific Railroad of Missouri, the engine of a freight 
train jumped the track at a switch, and came near going down 
into the Missouri. The road was blocked for a long time. 

Very early on the morning of the 5th, near Pittstord, Vt., on 
the Rutland Division of the Vermont Central Railroad, a north- 
bound express train struck a stump which had been carried 
upon the track by a land-slide, and the locomotive almost 
buried iteelfin the bank of a cut, and the baggage car passed it 
and went down a bank 15 feet high on the other side. 

On the evening of the 5th, as an oil train of 18 loaded tank 
cars was backing down the Jamestown & Frankiin Branch of 
the Lake Shore. & Michigan Southern Railway, in Oil City, Pa., 
it struck a mass of fallen rocks, and a part of the train fell into 
Oil Creek, and others upon the locomotive, which latter caught 
tire and five were burned, 13 being hauled away by an engine 
from the round-house. The loss was about $16,000. One man, 
who was stealing a ride, was burned to death, and the engine- 
man was slightly hurt. 

On the night of the 5th, as a west-bound passenger train on 
the Pacific Railroad of Missouri was crossing a bridge between 
Greenwood and Pleasant Hill, Mo., the trestle work gave way, 
and one siceping carand one day coach fell through. No one 
was hurt, but the road was blocked eight hours. 

On the night of tne 5th, near Ottawa, Kansas, on the Leaven- 
worth, Lawrence & Galveston Railroad, the engine and two 
cars of an express train were thrown from the track where a 
culvert had been washed away, and the engineman and fireman 
were slightly hurt. 

On the morning of the 6th, about three miles from West 
Branch, on the Jackson, Lansing & Saginaw Division of the 
Michigan Central, the engine, tender,, baggage car and one 
coach jumped the track and went into the d tch, severely injur- 
ing the fireman. 

On the morning of the 6th, near North Norwich, N. Y., on 
the Utica, Chenango & Susquehanna Valley Division of the 
Delaware, Lackawanna & Western Railroad, an engine, tender 
and thirteen cars of a north-bound coal train ran off the track 
where the road-bed had been washed away during the night 
for 200 feet or more. The road was blocked about 24 hours. 

About noon on the 6th, four cars of a west-bound milk train 
on the Erie Railway jumped the track shortly after leaving 
Lake View, N. J., and were dragged over the ties for some dis- 
tance without much damage, except to themselves, and causing 
the blocking of the road about four hours. 

On the afternoon of the 6th, a north-bound special freight 
train on the Fort Wayne, Jackson & Saginaw Railroad plunged 
into an open draw-bridge over the Wabash & Erie Canal just 
above Fort Wayne, Ind., and the engine and four cars went into 
the canal. The bridge and cars were destroyed. The negli- 
gence of the bridge-tender is chargeable with the accident, 

On the evening of the 6th, ne’ r Holton, Mich., on the Muske- 
gon & Big Rapids Branch of the Chicago & Michigan Lake 
Shore Railroad, en engine and tender used in construction ran 
off the track and fatally injured two workmen who were riding 
on the tender. The road-bed, which was there close to the bank 
of a creek, had been washed away. 

On the morning of the 7th, a box-car in a freight train on the 
Eastern Railroad jumped the track near Eliot, Me., drawing 
after it nearly all the rear halfof the train, Six cars were badly 
wrecked, but no one was hurt. 

On the morning of the 7th, an oil carin the middle of a train 
on the Chicago, Burlington & Quincy Railroad caught fire, and 
twenty-two cars were more or less damaged, to the extent, in 
all,*of about $7,000. It issupposed that the under valve of the 
oil car had been opened by some persons, for the purpose of 
stealing vil or out of pure malice, and that the leakage on the 
track caught fire from the locomotives. 





On the morning of the 7th, as a through stock train on the 
Central Railroad of New Jersey was passing through Elizabeth, 





several cars broke loose, and when the train was slacked they 
struck it with such force that one car was wrecked, a number 
of horses escaped from it, and one had a leg broken. 

On the 7th, there was a collision on the Missouri River, Fort 
Scott & Gulf Railroad near La Cygne, Kan., by which three 
coaches and a locomotive were thrown down an embankment. 

On the night of the 7th, the engine, baggage car and smoking 
car of a south-bound passenger train on the Cincinnati, Rich- 
mond & Chicago Railroad were thrown from the track by a cow 
near Richmond, Ind., aud the baggageman and one other per- 
son were injured. 

On the night of the 7th, in Buffalo, N. Y., during a dense fog, 
a passenger train of the Grand Trunk Railway ran ipto a 
switching engine near the Genesee street bridge, and com- 

letely wrecked the switching engine and some cars attached. 
be men on the engines saved themselves by jumping. 

About 5 o’clockin the morning on the 8th, on the Logans- 
a & Union Branch of the Pittsburgh, Cincinnati & St. Louis 

Railway, four miles east of Bunker Hill, Ind., a west-bound emi- 
grant train of ten coaches jumped the track, and several cars 
were badly wrecked and a‘number of passengers sevc rely hurt. 

On the morning of the 8th, there was a collision between a 
freight and a coal train on the New Jersey Central road at 
Dick’s Switches, near Elizabethport, N. J., by which several 
cars were wrecked and trains were delayed for some time. 

On the 8th, a west-bound freight train on the Chesapeake & 
Ohio Railroad encountered a land-slide near Fort Spring, W. Va. 
The eugine went off the track, the tender ran into the Green- 
brier River, and three empty cars followed it. The fireman was 
killed and the conductor and engineman injured. 

On the evening of the 8th, at Kansas City switch, near Cam- 
eron, Mo., on the Hannibal & St. Joseph Railroad, a guard rail 
gave way, and the baggage car of a west-bound passenger train 
went into the ditch. 

On the evening of the 8th, two miles south of Sherman, 
Texas, on the Houston & Texas Central Railroad, a locomotive 
jumped the track, ‘‘summersaulting three times,” according 
to a telegram. 

About 9 o’clock in the morning on the 9th, two miles east of 
O'Fallon, Mo., and 40 miles northwest of St. Louis, on the St. 
Louis, Kansas City & Northern Railway, the rear coach of an 
east-bound passenger train was thrown from the track (by a 
broken rail, itis supposed) and fell on its side and pulled off 
the other cars. The rear car also caught fire from its stoves, 
which was put out soon. Ten passengers were injured. 

On the night of the 9th, an east-bound freight train on the 
Wilmington, Columbia & Augusta Raulroad was thrown from 
the track where a fire in the woods had burned the ties and 
wood along the track, and the whole train—six cars loaded with 
rosin, lumber, cotton, ete., and the engine—was completely de- 
stroyed by fire. The engine was a new one, and it is said that 
only the axles can be used again. The loss is estimated at 
$40.000. The engineman and the ‘‘ wood-passer” were injured. 

About 5 o’clock in the morning on the 11th, at Roscoe, IIl., 
on the Madison Division of the Chicago & Northwestern Rail- 
way, @ north-bound freight train ran off at an open switch, 
ee three cars, tearing up the track and blocking the road 
12 hours. 

On the morning of the 12th, on the Sussex Railroad, near 
Andover, N. J., the rear passenger car of a train running about 
25 miles an hour was thrown from the track by a broken rail, 
and one passenger was slightly hurt. 

On the morning of the 12th, at Oshkosh, Wis., on the Wis- 
consin Division of the Chicago & Northwestern Railway, as a 
train of 49 loaded cars was moving with an engine at each end, 
a broken rail threw off the forward engine, when the pusher 
soon doubled up the train, tore to pieces nine cars of wheat, 
and tore up the track badly. The wreck blocked the road three 
or four hours. 

On the morning of the 12th, at Lathrop, Mo.. the junction of 
the Kansas City Branch of the Hannibal & St. Joseph with the 
St. Joseph Branch of the St. Louis, Kansas City & Northern, a 
freight train on the former and a locomotive on the latter came 
into collision, by which both engines were wrecked. 

On the morning of the 13th, a coal train on the Honesdale 
Branch of the Erie Railroad struck a rock at Blue Eddy, a mile 
west of Millerville, Pa., causing the engine to run off the track 
and down to the edge of the river. 

On the 13th, in thé afternoon, an east-bound freight train on 
the Erie Railway ran off the track at the west end of the Bergen 
Tunnel and closed the tunnel for some hours. Three cars were 
damaged. 

On the +z of the 13th, near Sauquoit, N. Y., on the Utica, 
Chenango Susquehanna Valley Division of the Delaware, 
Lackawanna & Western Railroad, an axle broke under a car of 
a north-bound freight train, aud the car was pretty well broken 
up, delaying the train several hours. 

On the 14th, at four in the morning, there was a collision 
twenty miles below St. Louis, on the St. Louis & Iron Moun- 
tain Railroad, between a south-bound empty and a north-bound 
loaded ore train, both of which had been ordered to stop at Jef- 
ferson switch, where the empty was to take the switch. The 
loaded train was halted accordingly, but it is said the engine- 
man of the up train had miscalcuiated his position in the dark- 
ness, and so ran by the switch and into the other train. The 
engines and a few cars were somewhat damaged. 

On the morning ot the 14th, as a train on the Winona & St. 
Peter Railroad was backing toward the depot in Mankato, 
Miun., it struck a cow, and one passenger car was thrown down 
the bank 10 feet, injuriug 17 persons. 

On the 14th, a train of thirty cars of coal on the Southern 
Central Railroad fell through a bridge at Dryden Lake, N. Y. 

On the night of the 14th, near West Canaan, N. H., on the 
Northern Railroad of New Hampshire, two cattle cars and a 
drovers’ car of a stock train were thrown from the track, on 
account of a draw-bar’s pulling out, according to the report 
ee have. Several culves and she-p were killed and others let 

oose. 

On the night of the 14th, a freight and oil train ran off the 
track of the New york Centra] & Hudson River Railroad about 
four miles east of Schenectady, N. Y., and a number of cars 
were wrecked. 

On the night of the 14th, six. cars of a freight train on the 
Utica, Chenango & Susquehanna Valley Division of the Dela- 
ware, Lackawanna & Western Railroad ran off the track and 
were wrecked at Sauquoit, N. Y. 

On the morning of the 15th, a switching engine with several 
freight cars of the Pittsburgh, Cincinnati & St. Louis Railway 
plane jumped the track near the Union Depot in Indianap. 
olis. 

On the night of the 15th, on the Chesapeake & Ohio Railroad 
near Hinton, W. Va., some laborers who had had difficulty with 
a contractor on the road about their pay, turned a switch and 
caused a construction train to run intoa switch, wrecking both 
engines. 

On the morning of the 16th, a south-bound freight train on 
the Allegheny Valley Railroad struck a land-slide between Wild 
Cat and Brady’s Bend, and the engine and three cars were 
thrown into the Allegheny River. he engineman had his 
shoulder-blade broken, and the fireman saved himself by swim- 
ming. Three oil cars in the river and one on the track were 
burned. A trackman had passed the spot a few minutes before 
and saw no indications of a land-slide. 

Very early in the morning on the 17th, an east-bound pas- 
senger train on the Little Miami Division of the Pittsburgh, 
Cincinnati & St. Louis Railway was thrown from the track by 
ee raul near Xenia, Ohio, and one coach went into the 

itch. 

At 3 o’clock in the morning of the 17th, three miles below 
Harrisburg, Pa., on the Northern Central Railway, a north- 
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bound express train struck the end of a freight car which pro- 
jected from a siding, and badly damaged the boiler of the en- 
gine. 

On tne morning of the 17th 


a freight train was wrecked on 
the Indianapolis, Cincinnati & 


Lafayette Railroad at Hazlerigg, 


On the 17th, at Glen Gardner, N. J., on the Central Railroad 
of New Jersey, a train ran into and upset a number of cars of 
coal which were standing on the track. 

On the 18th, four cars of cattleon the Albany & Susquehanna 
Railroad were thown from the track and wrecked at Siinger- 
land’s, N. Y., killing several cattle. 

On the night of the 18th, at Carrollton, Ohio, on the Cin- 
cinnati, Hamilton & Dayton Railroad, there was a collisi 1 be- 
— < express and a freight train, by which a fireman had a 
leg broken. 

About 3 o’clock on the morning of the 19th,at Richmond Switch, 
on the Stonington & Providence Railroad, an express train 
consisting of an engine, three flat cars loaded with baggag crates, 
one second-class, two first-class and one smoking car, plunged 
into the Pawcatuck River, where the bridge had been washed 
away shortly before. The chasm was nearly 40 feet wide, and 
the engine leaped it and the fore part of it fastened in the 
ground above the place of the abutment, the rear and the ten- 
der being in the channel. The fiats and the second-class car 
went into the stream, the front first-class car telescoped over 
the rear of the second-class car and rested on the opposite side 
of the stream, and the following cars were not injured. Tne 
wrecked cars caught fire, and, halt covered with water as they 
were, were burned to the water’s edge. The engineman and 
fireman and five passengers were killed and twenty injured, 
most of the latter slightly. The bridge was of twenty feet 
span, and apparently perfectly stable and strong. It had stood 
about 40 years. A fiood prevailed at the time, which carried 
away a dam just above and with ita wagon bridge, which latter 
lodged agaiust the railroad bridge and so obstructed the chan- 
nel while the flood from the pond was rushing through that the 
current undermined the abutments with great rapidity. No 
one had discovered it before the accident, aud apparently the 
engineman did not see that the bridge was gone until he was 
close to the stream, as neither he nor his fireman jumped. 

At 5 o’clock in the morning on the 19th, at Aqueduct, Pa., 
on the third track of the Pennsylvania Railroad, an east-bound 
treight train ran into the rear of another freight, knocking tive 
or 81x cars off the track and damaging the eugine considerably, 
and blocking all the tracks about an hour. 

On the night of the 19th, a car of a south-bound express 
train on the Philadelphia, Wilmington & Baitimore Railroad 
een the track near Gray’s Ferry, Pa., and delayed the train 
two hours. 

On the night of the 19th, one of the cars of a south-bound 
freight train on the Philadelphia, Wilmington & Baltimore 
Railroad got off the track at Chester, Pa., delaying the train an 
hour and a half. 

On the night of the 20th, in St. Louis, a north-bound 
freight train on the St. Louis, Kansas City & Northern Rail- 
way ran into the rear of a passenger train which was stand- 
ing at the Biddle street depot, breaking in the rear end of a 
passenger car and the boiler head of the engine, wrecking a 
flat car and throwing three other freight cars from the track. 

On the morning of the 21st, at Jamestown, Ind., on the In- 
dianapolis, Bloomington & Western Railway, a freight car ran 
off the track and several cars were piled up, blocking the track 
for several hours. 

Ou the inorning of the 21st, a freight trainon the Morris & 
Essex Division of the Delaware, Lackawanna & Western Rail- 
road ran off the track at Buttermilk Bridge, near Washingtoa, 
N. J. Several cars were wrecked and the track torn up. A 
brakeman who jumped from the train was slightly injured. 

On the afternoon of the 21st, at Lordville, on the Delaware 
Division of the Erie Railway, as a lumberman was dragging 
a maple log 18 feet long and two feet in diameter across the 
track, it caught fast when the butt was about half way between 
the rails, and just as an express train was approaching. The 
efforts of the horses caused them to break loose trom the log, 
and the train, going nearly at full speed, struck the end of 
the log with the cow-catcher, and pushed it along between the 
rails about 300 feet before it could be stopped, the engineman 
and fireman hanging on till the train was brought up without 
much damage. 

On the mourning of the 22d, there was a collision between a 
north-bouad and a south-bound passenger train on the New 
Orleans, Jackson & Great Northern Railroad at Byron, nine 
miles south of Jackson, Miss. 

About 5 o’clock on the afternoon of the 22d, some cars of a 
wood train on the New York Division of the Pennsylvania Rail- 
road were thrown from the track while passing through the 
Bergen Cut. The cars were slightly damaged, aud trains were 
delayed for about two hours. ‘ 

On the afternoon of the 234, an east-bound special train on 
the Alabama & Chattanooga Railroad, while running about 12 
miles an hour, jumped the track just after passing Cuba Sta- 
tion, Ala. Engine and tender landed in the ditch on their backs. 
The baggage car and passenger car which formed the rest ot 
the train remained on the track. 

About 4 o’clock in the morning on the 24th, as a freight train 
was backing on a side track at Montgomery, Ill., on the Chi- 
cago, Burlington & Quincy Railroad, the switch having been 
left open, an east-bound stock train moving at good speed fol- 
lowed it and struck with such force as to damage considerably 
both engines and several cars. The switchman confessed. 

On the 24th, a north-bound passenger train on the Louisville, 
New Albany & Chicago Railroad was thrown from the track by 
a misplaced switch at Ellettsville, Ind., and the baggage car 
and two coaches fell on their sides, injuring one man severely. 

On the afternoon of the 24th, 12 miles east of- Elko, Nev., on 
the Central Pacific Railroad, a freight traln ran over some cattle 
and had seven empty cars thrown into the ditch, fatally injuring 
the fireman. 

On the morning of the 25th, at Pensacola, Fla., on the Pensa- 
cola & Louisville Railroad, the boiler of a freight locomotive ex- 
ploded, killing the fireman. The engine had been in use about 
eleven years. 

On the 25th, a coal train on the Auburn Branch of the New 
York Central & Hudson River Railroad ran off the track at 
Camillus, N. Y., and delayed trains about an hour. 

On the 25th, there was a collision on the New York Division of 
the Pennsylvania Railroad near New Brunswick, N. J., by 
which a brakeman was killed. 

On the 25th, a freight train on the St. Paul & Sioux City 
Railroad ran off the track between Blakely and Henderson, 
Minn., and was got back again, leaving -the track in such bad 
condition that itdelayed an express train an hour. 

On theafternoon of the 25th, on the Pennsylvania Railroad 
in Harrisburg, an engine drawing five cars mounted a rail an 
blocked both main tracks about three-quarters of an hour. A 
brakeman who was on the engine was injured in jumping from it. 

On the morning of the 26th, a misplaced switch near Ram- 
sey’s, on the Erie Railway, threw the locomotive and several 
cars of an extra freight train down the bank, killing the engine- 
man. It is reported that the switch was misplaced by a train- 
man on a preceding train. : ‘ 

On the afternoon of the 26th, a freight train of the Chicago, 
Danville & Vincennes Railroad crossed a drawbridge of a slip 
in Chicago and halted. Immediately the bridge was opened to 
let a canal boat pass, and thereupon the engineman of the 
train, taking it for ae that the bridge was still closed, 
backed his train till the rear car fellinto the slip and upon the 
passing canal boat, a injuring a woman on the boat, de- 

stroying the bridge, and breaking in the cabin of the boat, 


On the night of the 26th, at Basket Station, on the Delaware 
Division of the Erie Railway, an east-bound freight train halted 
on a siding to await the arrival of a west-bound express train— 
which was three hours late—and an emigrant train following. 
While waiting the trainmen fell asleep, and when the express 
passed they awoke and supposed it to be the emigrant train, 
and it is said that the fagman confirmed this supposition. The 
train then moved out of the siding and had proceeded about a 
quarter of a mile when the headlight of the approaching emi- 
grant train became visible. The train was reversed and started 
back for the siding, but too late to avoid @ collision, by which 
both locomotives and ten or twelve freight and baggage cars 
were wrecked. ; 

On the evening of the 27th, about five miles east of Meridian, 
Miss., on the Alabama & Chattanooga Railroad, a passenger 
train went through a bridge and two cars were pretty well bro- 
ken up, injuring several passengers. 

On the night of the 27th, near the round-house in La Salle, 
Ind., one sleeping car and one day coach of an express train 
on the Illinois Central Railroad ran off the track aud were so 
much damaged that they could not be taken on, while the track 
was ; ame nearly twelve hours. A brakeman was seriously in- 
jured. 

On the afternoon of the 29th, a freight train bound east on 
the Long Island Railroad was thrown from the track near 
Hicksville by running upon a new rail which a party of repair 
men had placed in the track,but had not had time to spike down 
before the train came upon them. The engine turned over upon 
its side, dragging the tender after it, and one or two cars left 
the track, but no one was seriously injured. 

On the evening of the 29th, there was a collision 
between a switching engine and a backing passenger 
train of the Cleveland, Columbus, Cincinnati & Indianapolis 
Railway, near the round-house in Indianapolis, by which the 
cab of the switching engine was torn off. 

Near the 1st of the month there was a collision between two 
freight trains on the Grand Rapids & Indiana Railroad near 
Fisher, Mich., by which a caboose car was destroyed and a 
conductor was seriously injured. 

Early in the month, on the Chester & Tamaroa Railroad, in 
Chester, Ill., some employees of a coal company, in trying to 
dump coal cars on a heavy down grade when the track was wet, 
permitted the cars to get the start ofthem, and well towards 
the edge of the dump. Some empty cars on the dump switch 
were so close to the main track that they caught one corner of 
~— car, tumbling off the engine and effectually stopping 
the cars. 

Early in the month, near Lee’s Summit, Mo., on the Pacific 
Railroad of Missouri, a freight train ran into some horses which 
had been running before it and had caught in a cattle guard, 
and the engine and one car were thrown into the ditch, and the 
enginemau’s ankle brokea, three horses being killed. 

Early in the month a freight train on the New York Central 
& Hudson River Railroad was thrown from the track near 
Spraker’s, N. Y., by a sudden flood in the Mohawk Valley, 
which covered the track with three feet of water and ice in 
some places. ; 

Neer the middle of the month, at Danville, Vt., on the Ver- 
mont Division of the Portland & Ogdensburg Railroad, two lo- 
comotives were thrown off by ice on the track, and an engine- 
man was slightly hurt. 

About the middle of the month, as a train of the European & 
North American Railrcad was leaving Bangor, Me., the engine 
left the track, fell over on its sido and was pretty badly dam- 
aged, tearing up the track badly and injuring the enginemau. 

Near the close of the month, two powder carson the Wil- 
magne & Reading Raiiroad ran off the track near Coatesville, 

a. 


This is a total of 101 accidents to trains, by which 23 per- 
sons were? killed, and 88 wounded. Twelve of these acci- 
dents caused death, and 19 others injury to persons. The 
most serious accident was that at Richmond Switch, on the 
Stonington Railroad, by which seven were killed and twenty 
injured. 

These accidents may be classified as to their nature and 
causes as follows : 

DERAILMENTS . 
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For March we reported 112 accidents, 80 being classed 
as derailments, 28 cullisions and four others. Causes 
were assigned for 38 derailments both in March and 
April, but in March 19, or one-half the whole num- 
ber, were from broken rails, against seven in 
April, while in the latter month we have twelve accidents di- 
rectly attributable to water (six land-slides, four wash-outs, one 
damage to track by rock rolling over it, and one flood over 
track), against two in March. In April these accidents by 
floods caused 12 of the deaths and 28 of the injuries. 

For April, twenty of the accidents were caused by defects or 
failures of track, and two by defects or failures of rolling stock, 
so far as explained. 

For the twelve months ending with April we have recorded 
accidents anJ casualties as follows: 








No. of Accidents. Killed. Injured. 

BOG WEB sa ceccicivncdsscbcves co-sane 27 9 33 

GORD. 06.0000 0000000+ 2000 <esnnccvesacbecse 44 63 114 
; 35 

15 49 

24 104 

29 102 

37 114 

42 133 

40 199 

25 126 

18 92 

23 88 

Totals..... cercncesce-coccscces hee 360 1,220 


The average number of accidents per day reported was 5.74 


in January, 4.75 in February, 3.61 in March and 3.37 in April. 
The average casualties per month have been 26} killed and 
1263 injured, and the average number of accidents is 131 per 
month, since the beginning of the calendar year. 

The perils of winter and, to some extent, the perils of thaws 
and floods, are now nearly over, but to balance these lessened 
risks we have largely increased traffic and greater average train 


speed. 








The Railway Association of America. 


This Association met at the St. Nicholas Hotel, New York, 
on the 14th inst. 

There were present Hon. Thomas Allen, President of the St. 
Louis & Iron Mountain Railroad Company; J. C. McMullin, 
General Superintendent Chicago & Alton ; Henry Wood, Gen- 
eral Superintendent Philadelphia, Wilmington & Baltimore ; P. 
B. Loomis, President Fort Wayne, Jackson & Ssginaw; W. W. 
Worthington, Superintendent Fort Wayne, Muncie & Cincin- 
nati; C. W. Chapman, Catasauqua & Fogelsville; L. H. Shat- 
tuck, Tioga Railroad; A. H. Gorton, Corning, Cowanesque & 
Antrim ; J. M. Osborn, Atlantic & Great Western ; J. 8. Thomp- 
son, Swedesboro Railroad ; A. L. Hopkins, Vice-President Lili- 
nois Central; H. P. Goodrich, Utica, Ithaca & Elmira; O. 
Stolz, Wilmington & Reading ; L. G. Flemifig, Mobile & Ohio. 

The President delivered an address which we hope to give in 

full next week. 
The provisions recently made by the General Ticket and 
Passenger Agents’ Association relative to the penalties to be 
executed against companics which fail to keep the agreements 
entered into through that Association were presented and ad- 
vocated by Mr. Charles E. Follett, of the Vandalia Line, and 
opposed by Mr. James Charlton, General Ticket Agent of the 
Chicago & Alton, where a committee of that Association ap- 
pointed for the purpose. There was considerable discussion 
on this subject, but it was not then acted upon. 

The Secretary read the report of the Committee on Uniform 
National Railroad Time, which recommended that no standard 
time be adopted at present. _ 

The Secretary read the report of the Committee on Inter- 
change of Cars. 
The recommendations of this report were as follows : 
“We would recommend that the usual mileage rato of 14 
cents per mile run be continued, and that each raiiroal party to 
this arrangement instruct their agents at junction stations to 
compute with the agent of connecting lines any demurrage 
that may be levied under these rules for the detention of cars 
on the following basis : 
‘*Allow three days’ grace for transfer at junction stations 
aud for unloading at destination; one day fora distance of 75 
miles, or under ; one day for each additional 75 miles, or under; 
all detention over the above, for every day absent, a charge for 
60 miles at the rate of mileage of 1} cents per mile, this charge 
to be allowed under all circumstances, unless remitted by the 
road to whom it is payable, upon application from the propcr 
officer of the road paying it, showing good and sufficient ree- 
sons for the remittance of such charge. The remitting of any 
demurrage charge to be left to the discretion of the party who 
should receive it, it paid. 
. - alid excuses for not charging demurrage might be classi- 
ed : 
‘** Bad order of car from accidents; snow blockade; freight 
blockade ; inability to move from causes strictly beyoud the 
control of the party holding the car, such as washing away of 
bridges, etc. In the case of wreck, only a reasonable time 
should be allowed for clearing and sending the car home for 
repairs; or, if done by agreement by the company on whose 
road it is broken, it shall be done efficiently wl gen my with 
the understanding that unnecessary delay sho make a de« 
murrage charge proper.” 
The Committee on postal cars and a proper basis for payment 
for hauling rendered a report, but recommended no basis, rec 
ognizing that nosingle basis would be just for all lines, and 
that the payment should bear some relation to the charge made 
to the public for similar service. 

The committee appointed to reporta standard for the dis- 
tance between wheels of car wheels set for compromise gauges 
recommended that such distance be 4 feet 8} inches from the 
inside of the flanges, giving one-quarter inch play for the nar- 
rowest track. 

Acommunication from the Master Mechanics’ Association 
was received relative to a standard for estimating the mileage 
of switching engines. 

A resolution was presented for the appointment of a ‘‘ Com- 
mittee on Improvements,” to whom all applications of invent- 
ors and patent-holders be referred, and who shall report at 
each meeting concerning the inventions brought before them 
during the previous recess, with such recommendations as shall 
seem to them proper, such report to be published in the Asso- 
ciation’s transactions ; a fee of $10 to be charged to each per- 
son wishing his invention examined, to be applied to the ex- 
pense of publishing said committee’s report. 

A resolution was presented, assessing each road belonging to 
the Association at the rate of 20 cents a mile, to defray ex- 
penges ; also making an entrance fee of 20 centsa mile on all 
roads entering the Association after June 1. 

Notice was given that a resolution would be offered at the 
next meeting amending the constitution so that those who 
have been admitted as members and afterward become disquali- 
fied, by reason of a change of office, shall be considered hon- 
orary members so long as they remain in the service of any 
railroad company, and shall be eligible to serve on committees 
and take part in debates on general subjects. 

In accordance with a notice given at a preceding meeting, a 
resolution was presented to amend the constitution so as to 
make the President and Vice-President ex-officio members of 
the Executive Committee. 

The Association then adjourned to meet again Thursday 
morning at 10 een, Saae the report on Train Dispatching 
and others were to presented. A report of the proceed- 
ings of this meeting we will publish next week. 
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THE SCRAP HEAP. 
Prices of Rails in April. 

Bigelow & Johnston report the total import of iron rails in 
April to have been 10,157 tons, and the prices of foreign $70 
to $72 gold, and of American $80 to $85 currency, according to 
location of mill. The imports for the first four months of the 
year for three years have been, of iron and steel : 1871, 30,615 
tons ; 1872, 43,798 tons; 1873, 53,713 tons. In 1873, 25,715 tons 
of the imports were steel. 

Prices of steel rails have been $110 to $112 gold for forei 
and $120 to $125 currency for American. For old rails, $54 
$55 currency for double-heads, and $52 to $53 for T or flange 
have been the prices, scarcely anything having been done. The 
imports were only 1,109 tons, and the total imports for the four 
months have been only 4,498 tons, against 17,128 tons in 1872, 
and 11,057 tons in 1871. 


Railroad Manufactures, 

B. F. Russell & Co., of Chicago, are now casting 120 car 
wheels per day, and are enlarging their buildings to a capacity 
of 200 wheels per day. : " 

J. M. Simmons & Oo., of Chicago, commenced business in 
January last, and turn out about 50 car wheels per day, T 
ean be increased to 80 per day, 
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Editorial Announcements. 





Removals,—The Chicago office of the RattRoaD GAZETTE has been 
removed to No. Tt Jackson street, opposite Third avenue. 

The New York office of the RatuRoaD GazeETTeE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 
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Corr We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
ralroad paper. Railroad news, annual reports, notices of appoint: 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 


Aatioles.-~ We duive ent vdlating tsaltvente, and, if acceptable, 
will pay liberaly for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especialy desired. 

Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc.; but when are necessary 
the inventor must supply them. 


Advertisements.— We wish it distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay. 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, Anancial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
pr sah teat decee 
tising patronage. 








NEW WATER ROUTES TO THE SEA. 





The Senate Committee on Transportation announces 
that it will give special attention to the investigation of 
the feasibility and prospective advantages of the chief 
existing and proposed routes from the interior to the 
seaboard, naming them as the Lake & St. Lawrence 
route, the Lake, Erie Canal & Hudson River route, the 
James River & Kanawha Canal route, the Georgia Canal 
route, the Mississippi & Gulf reute, and the various rail- 
road routes. The last President’s message, which rec- 
ommended the construction through the General Govern- 
ment of the Georgia Canal and the James River & Kanaw- 
ha Canal, the present eagerness inthe West for cheaper 
transportation, consequent on unusually low prices of 
farm products, and some other circumstances, have made 
the subject of transportation unusually interesting to the 
public, and doubtless an intelligent investigation, with 
the aid and testimony of experts, of these various routes, 
existing and proposed, would be of great value. If, how- 
ever, the “ investigations,” like so many others, consist 
chiefly in hearing the assertions of those who want the 
new routes opened or the old ones improved by the aid 
of the public treasury, we shall have counsel darkened by 
words without knowledge. 

In studying any problem in transportation, it is essen- 
tial first that we should learn what, where and how great 
are the objects to be transported, and whither they go to 
be used or consumed. This elementary investigation is 
most frequently ignored, and consequently we have plans 
for magnificent routes to places to which traffic does not 
go, and cannot be made to go to any considerable extent; 
or outlets for regions which have nothing to let out. 

One of the indices to traffic is population : where there 
are no people, there can be no pressing need for connec- 
tions to markets. But the amount of population is not a 
measure of the traffic of districts, but rather the weight 
of their products for export. A thousand men in a Penn- 
sylvania coal mine may make greater demands on trans- 
portation facilities than a hundred thousand in Southern 
cotton fields. Our great staples of traffic are agricultural 
products, but of these only one—grain—shows signs of 





choking any transportation route. Cotton is one of the 
most valuable of our productions, but, if compressed, the 
average yield of 120 acres will be required to load a car, 
while the average yield of nine or ten acres of corn in 
Illinois will load the same car. Cattle are another prod- 
uct, less bulky than corn, but much more so than cotton. 
Cotton, grain and provisions are our chief exports, and, 
with cattle, the chief products which are transported for 
long distinces for domestic consumption. Lumber, coal 
and some ores are very bulky staples and leading sub- 


9 | jects of transportation; but they are more evenly distrib- 


uted than the former, and are usually comparatively near 
the consumers. 

It is grain especially, therefore, that feels the trans- 
portation tax, and this not only because of its compara- 
tively greater bulk, but because the chief producing dis- 
tricts are now far in the interior. The cotton-producing 
districts, on the contrary, are nowhere far from the sea- 
board, and though much of it—more and more every 
year—never goes to the sea, yet the fact that it can easily 
reach this channel of the freest competition doubtless 
has its effect in convincing shippers that the rates they 
pay on inland lines are not exorbitant. It is evident 
enough that the chief complaints of th2 cost of 
transportation come from the _ grain-growers, and 
there is no doubt that they more than any 
cther producers feel that cost. This is pretty gen- 
erally acknowledged, we believe, and the Senate Com 
mittee is likely to seek chiefly for some route or improve- 
ment which will relieve the grain-growers. The various 
routes which they propose to investigate are offered as 
channe's for grain, and their value or worthlessness will 
largely depend on their fitness for this purpose. 

The Lake St. Lawrence route has demonstrated 
its availability as a route for grain exportation by its use, 
the rate of increase by that route having beea larger than 
by any other probably, notwithstaading its imperfec- 
tions. The narrow Welland Canal and insufficient St. 
Lawrence canals are serious obstacles to the complete 
usefulness of this route, which with a channel open for 
lake vessels from Chicago, Milwaukee and Duluth to 
Montreal, would be almost without question the cheapest 
route for grain exports to Europe. This to many might 
seem sufficient proof of its transcendent importance ; 
and these we must remind again that but a smail portion 
of the Western grain shipments ever cross the ocean, and 
that the great market for the breadstuffs of the United 
States is in the Eastern United States—New Eagland, 
New York, New Jersey and Pennsylvania. So the value 
of this and other routes must be measured by their useful- 
ness as connections between these States and the West, 
as well as between the West and‘ Europe. We will find 
thatthe opening of lake navigation below Buffalo will have 
no effect on shipments to Pennsylvania; it will bring 
them to a port nearer to the city of New York by about 
100 miles, reducing the railroad or canal distance by 
about one-fourth, and to most of the towns further north 
tke difference will be greater. Oswego, by rail, is nearer 
to Albany than Buffalo by about 120 miles, and the ad- 
vantage would apply to all New England supplies pass- 
ing through Albany. From Boston to Montreal is 337 
miles, and to Ogdensburg 409 miles, against 498 to Al- 
bany. The difference to intermediate points will vary 
very much with their localities, but generally we have for 
New England, especially that part which is a large con- 
sumer of Western products, an advantage of less than 
one-fourth in distance to the St. Lawrence route, over 
lines, however, which can hardly ever afford to carry as 
cheaply as the line to Buffalo. The economy of such a 
saving will probably be something, but not great. The 
chief value of this route will be as acarrier of foreign 
exports. 

The Lake, Erie Canal & Hudson River route has so 
long been the route that any description of it or its pres- 
ent advantages is superfluous, and the problem concern- 
ing it is howto improve it so that it may maintain its 
relative advantages over other routes, which for some 
years have been diverting its traffic. 

The James River & Kanawha Canal route is one which 
has been presented by Virginia as capable of answering 
the Western demands for cheap transportation. But 
only a slight examination of it is needed to show that it 
is fatally defective in two particulars: it does not reach 
the consumers in the East, nor the producers in the 
West; and its deliveries would be at a port where vcssel3 
would come only for return cargoes. The Ohio River is 
the main part of the route of which this canal would 
form the eastern section, and the lack of fitness of this 
channel for this servic: is well enough shown by the fact 
that while it reaches Pennsylvania, a large consumer of 
Western produce, that State receives very little such 
produce by it, but obtains nearly all its supplies by rail or 
lake and rail. Were there such virtue in this water route, 
we would have barges of grain discharging at Parkersburg, 
Wheeling and Pittsburgh into the cars of the rai’ 





roads to Baltimore and New York, as the lake vessels 


now discharge so largely into cars of longer lines to New 
York and Boston. The heavy exports, it must be borne 
in mind, come not from the vicinity of the Ohio, but 
chiefly from districts considerably further north. 

Bat this route is an admirable one compared with that 
proposed from the Tennessee River to the rivers of Ala- 
bama and Georgia. It might be worth while to argue 
that there is scarcely any demand for Western produce 
on the Gulf and South Atlantic coast, and that to take it 
there for export is taking it just so far out of its way ; but 
we are saved the trouble of doing this by the existence, 
before all other routes to the West, of a water channel to 
the Gulf, infinitely more capacious than any canal, reach- 
ing nearly every portion of the country which has heavy 
exports of food and forage produce. The magnificent 
system of the Mississippi and its tributaries, by which 
vessels of considerable capacity from Pittsburgh on the 
east to Fort Benton, Mcntana, on the west, and as far as 
St. Paul on the north, Chattanooga on the southeast and 
Shreveport on the southwest may, and do,carry cargoes to 
tide-water, has made argument against canals to the South, 
as well as the canals themselves, superfluous. Why,on the 
very Southern rivers with which connection is sought, 
navigation has almost wholly ceased, not because it is 
more impracticable than in the early days when they 
were the sole routes available, but because the planters 
find it cheaper to ship their produce and receive their sup- 
plies by the railroads which-have been constructed. 
Augusta, whose chief port is Savannah, has a 
shorter route to that place by river than by rail, 
yet the river traffic is not sufficient —at 
least it was not a few years ago—to maintain a 
single steamboat in the trade. At the same time the 
only steamboats rurning regulaily on the Chattahoochee 
curried their cargoes, not to the seaboard, but to a rail- 
road within sixty miles of the seaboard. We venture to 
say that the traffic which would go to tidewater by such 
a canal in a year would not pay its expenses for a week. 
It would simply not be used if it were made. 

As to the Mississippi Gulf route, it, as we have 
said, is the oldest of all existing, and has made a record 
for itself which leaves little room for speculation on its 
capacity or usefulness. We have often taken occasion to 
point out its def.cts as a route for the transportation of 
grain, the chief of which are that it docs not bring the 
shipments nearer to, but rather further from, the chief 
body of consumers, and is inferior to others as a route 
for exports. It is, however, common to depreciate the 
value of this system of communication, which is im- 
mense, though not to the interests which now most need 
cheap transportation. 

As to the railroads, which form the subject of the sixth 
and last inquiry of the Senate Committee, we will only 
say that we hope that it will succeed in securing all the 
infurmation it seeks ‘‘during the recess” of Congress. 
They have been the subject of our investigations during 
the period of the existence of the RAILROAD GAZETTE, 
and we assure the Committee that it will find it worth all 
the time and abilities they can spure for it. 








Combination of the Chicago & Northwestern and 
the Milwaukee & St. Paul. 





It is announced positively, and so far without contra- 
diction, that these companies have agreed, lacking only 
the consert of some representatives of foreign stockhold- 
ers,to pool their earnings from the present time until April 
1, 1880, in the proportion of 60 percent. for thejChicago & 
Northwestern and 40 per cent. for the Milwaukee & St. 
Paul. The Peninsular Division of the Northwestern is 
not included in the arrangement. The agreement, it is 
said, only waits for the approval of Mr. Ten Have, 
Frzn., the representative of the German and Dutch 
stockholders in the Northwestern, who is now on his way 
from Amsterdam to New York. 

The present mileage operated by the Chicago & North- 
western is 1,404 miles, and by the Milwaukee & St. 
Paul 1,236, and many of their lines come in direct com- 
petition with each other. By the last published report 
of the Northwestern Company (which, however, only 
comes up to May 31, 1872) the earnings for the year end- 
ing that date (exciuding those of the Peninsular Division) 
were $10,601,547, and for the preceding year $10,810,341. 
The net earnings for the two years were : 1871-72, $4,- 
165,096 ; 1870-71, $4,885,465. The gross earnings of the 
Milwankes & St. Paul were for 1872, $6,957,771 ; 1871, 
$6,690,697 ; 1870, $7,421,061. The net earnings for 1871 
were $2,840,341; for 1870, $2,777,787. The report for 1872 
has not yet been published, and we have no statement of 
the net earnings for that year. The reports do not cover 
exactly the same period of time, but it will be seen that 
for the two last years covered the gross earnings were 
nearly in the proportion in which it is proposed to pool 
them—60 and 40 per cent. By the last report the capi- 
tal account of the Northwestern was : stock, preferred, 
$21,067,663 ; common, $14,810,980 ; total stock, $35,878,- 





643. The bonded debt at the same time was $20,474,000, 
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making the whole capital account $56,352,643, or $40,142 
per mile. The capital account of the Milwaukee & St. 
Paul was, by the last report, $40,779,100, of which $11,- 
823,500 was common stock, $10,825,100 preferred stock, 
and $18,130,500 funded debt. This has since been in- 
creased by the issue of $2,000,000 in common stock and 
$2.5 )),000 in convertible bonds, to cover the cost of the 
new Chicago line, making the present capital account 
$45,279,100, or $36,634 per mile. 

There is no doubt that by a combination the two lines 
will be able to do their work better, at a greater profit to 
themselves and a less cost to the public; but one can but 


deplore that such an agreement was not made before the |. 


two companies had spent two or three millions each for 
lines which are not needed, the interest on the cost of 
which serves only to increase the cost of transportation 
to these two companics. 





The Lake Shore Report. 








The report of this company, a large part of which we give 
elsewhere, is in itself so complete that it leaves us little to say, 
and that little must be mostly extracts or deductions from the 
parts of the report which we do not re-publish. Indeed, the 
plan of the report is worthy of special notice, being such as to 
give very complete information of the property, as well as of 
its workings during the year and its financial condition. If 
there were but one railroad in the world, and that one did not 
increase in mileage and equipment, it might be well enough to 
state its finances and.operations without any description of it- 
self, as one might give the statistics of the world’s productions 
without mentioning itg dimensions; but we cannot well deter- 
mine the true position and prosperity of a railroad without 
comparing it with other railroads, or with some ideal standard 
railroad which we have established from our study of many. 
The definite and detailed description of the lines of the com- 
pany with which this report opens, therefore, seems to us pe- 
culiarly appropriate; and the enumeration of the com- 
panies by whose successive consolizations the Lake 
Shore & Michigan Southern, as it is to-day, was 
formed, is also a peculiar and valuable feature which 
might well be imitated. The history of a railroad cor- 
poration twenty years old is in this country often a mystery, 
whose secret is contained in documents which have not been 
opened for years, or in the memory of two or three elderly men 
who are likely to take their knowledge from the world with 
them. It certainly should be a satisfaction toa stockholder to 
be abie to trace the history of his property from its origin. 

The terms of all leases are also definitely stated, as well as 
some of the more important contracts with other companies for 
use of track or interchange of traffic. Earnings and expenses 
for two years are given in great detail for the whole 
property, but not for the various branches; so we are not 
able to learn how profitable or unprofitable each one may have 
been. The date of the opening of each new extension, or sec- 
tion of an extension, is given, and the average mileage worked 
during the year, which latter is essential to an understanding 
of the growth of traffic. The length of double track and side 
tracks is also given for each division. The accounts of new 
construction and equipment are also full and minute, and the 
statements concerning traffic are unusually complete and sug- 
gestive, the amount and earnings being given for each direc- 
tion, and for each station, besides tables of the amounts of 
each staple forwarded from each station, with tonnage and 
percentage of each staple for the whole road. 

These latter features (which are not peculiar to this com- 
pany’s report, however) give the material for a study of the 
sources of the road’s traffic, and the relative value of different 
staples and stations toits business. 

A feature of the report, which, if not peculiar, is yet unusual 
enough, we are sorry to say, to call for notice, is a map of the 
company’s lines which does not lie. It is not an elegant map, 
probably not minutely accurate, but it shows the sinuosities of 
the line, where such exist, and does not distort the face of the 
country for the sake of appearing at an advantage over its 
neighbors. 

Leaving the plan of the report and considering its matter, 
we see that with an average of 1,061 miies of road (and a largely 
increased equipment) it earned $17,591,629,46, or $16,682 per 
mile, at a cost of $11,839,525.62, or $11,177 per mile, leaving 
net earnings of $5,505 per mile. In 1871, with an average of 
1,013 miles of road, it earned $14,797,975.07, or $14,608 per mile, 
at an expense of $9,779,806.23, or $9,654 per mile, leaving net 
earnings of $4,954 per mile. The increase in net earnings per 
mile was just 10 per cent., but the total increase in n3t earn- 
ings was $733,935, or 14} per cent., there having been during 
the year an expenditure for new construction and equipment 
of $7,458,070, so that the increase in net carnings was nearly. 
equal to 10 per cent. on the addition to the investment, though 
of course the improvements were utilized only for part of the 
year. The addition to equipment, which, when there is full 
employment for it, as there is on this road, is the most pro- 
ductive investment possible on a railroad, was more than 21 
per cent. in locomotives and nearly 23 per cent. in. cars, and 
that such an increase was demanded is shown by the fact of the 
increase in tonnage mileage of 26} per cent., passenger mile- 
age having meanwhile increased by nearly 14 percent. As 
with most other railroads, the growth in earnings is made with 
a reduction in average rates. For the three years past, the 
tonnage mileage, average receipts per ton per mile, and total 
freight earnings have been :, 


Tonnage Receipts per ton Freight 

mileage. per mile. earnings, 
Bs sietnnns~wseseete 569,833,666 1,50 $8,658, 
oo See 720.658 813 1.39 10,151,353 
ME nchicsateeccsobece 910 855,195 1,37 12,613,499 


The reduction in the average rate is most striking, however, 





when we take a period of five years. The average receipts, be- 
ginning with 1868, having been 2.43, 2.34, 1.50, 1.39 and 1.37 
cents per ton per mile, respectively, and the decrease in the 
period being 44 per cent. The average rate on east-bound 
through freight in 1872 was but 1.13 cents per ton per mile, 
which, we think, can leave but a narrow margin for future re- 
ductions, which, how. ver, are likely to be made to some extent. 
The gréatest opportunity for an improvement in the working of 
freight business would seem to be in an increase in shipments 
westward, which are seen to be only about three-eighths as 
great as the eastward shipments, leaving an enormous number 
of cars to go west empty and unproductive. This is, however, 
the condition of all or nearly all roads to the West, and the im- 
portance of encouraging freights westward and developing 
new traffic in that direction is well understood, though perhaps 
not always sufficiently appreciated. The growth, naturally, is 
chiefly in the other direction ; and though this road reports an 
increase of 19 per cent. in west-bound /onnage against 17 per 
cent. in east-bound for 1872, the tonnage mileage was 26.9 
greater in east-bound, against 25.1 in west-bound freight. 

Of the entire tonuage, 45.2 per cent. consisted of farm prod- 
ucts, 26.5 being grain and flour. Lumber and other forest 
products formed 10.4 per cent.; merchandise, manufactures 
‘and other articles,” 22.1 per cent., while petroleum, coal, 
stone and lime gave 18.1. 

The passenger traffic on this road seems to have increased 
more than on most lines, the increase in mileage for the year 
having been 14 per cent., being nearly 19 per cent. in through 
and 11} per cent. in way, with an increase of earnings of 16} 
per cent. on through and 2} per cent. on way. The increase of 
traffic here also is seen to be accompanied by a decreage in 
rates. 

Altogether the property is seen to be in a very healthy condi- 
tion. Large as was the increase of earnings in 1872, the first 
quarter of 1873 showed an increase of 20 per cent. over 1872, 
aud the new improvements are likely to be a most excellent in- 
vestment. The diversion of traffic from two of its great feed- 
ers has been looked upon by some as likely to seriously cripple 
the road’s resources; but, with the current increase in traffic, 
but a small proportion of which can be coming from those 
feeders, and that less profitable than the average, the road 
could lose the entire receipts from all the traffic received and 
forwarded from Clevcl ind and Toledo, and have its net earnings 
nearly equal to last year’s. Of course thero is a very large and 
profitable traffic at these stations aside from what those on 
other railroads afford, while their new connections can only 
affect through business, which is the least profitable, 








Record of New Railroad Construction. 





This number of the RarRoap Gazerre has information of the 
laying of track on new railroads as follows : 

Cairo & Fulton.—Track laid from Little Rock, Ark., south- 
westward7 miles. International & Great Northern.—Extended 
from Tyler, Texas, northward 15 miles to Lyndale. Nashua & 
Acton. —Track laid from Nashua, N. H., southward 24 miles to 
@ junction with the Fitchburg Railroad at West Concord Junc- 
tion, Mass. Allegheny Valley—Eastern Extension.—Extended 
from the recent terminus eastward 5 miles to New Bethlehem, 
Pa., 21 miles from the junction with the main line at Red Bank. 
Texas & Pacific.—Extended on the eastern section from Long- 
view, Texas, westward 10 miles. 

This is a total of 61 miles of new railroad. 








Annual Conventions. 


The following societies will hold their annual conventions at 
the time and places named : 

The American Society of Civil Engineers, on the 21st and 22d 
of May, in Louisville. 

The Master Car Builders’ Association, on the 11th, 12th and 
13th of June, in Boston. : 

Particular attention is called to the Master Mechanics’ meet- 
ing, which we have heretofore announced as beginning May 6, 
as was announced also on the cover of the report of the last 
convention, 








Tuer BATTLE OF THE GAUGES is now being waged in Mexico 
with a virulence which can hardly be surpassed, and with a 
lack of knowledge which is sometimes provoking and some- 
times ludicrous. We see in the various Mexican newspapers 
the most absurd statements concerning the advantages of nar- 
row-gauge railroads, which one would charge to the unscrupu- 
lousness of those making them were they not often so absurd 
that they are more easily accounted for by supposing igno- 
rance. To read one of these papers one might think that the 
civilized world no longer builds roads of the standard gauge, 
and that engineers are almost unanimous in favor of the nar- 
row gauge—the reverse being the fact. We read of the adop- 
tion of the narrow gauge in England, where thero is not more 
than fifteen miles of such road, and where no serious attempt 
has been made to construct more than one or two more above 
ground. If the question were to be settled\ by weight of 
authority simply, the narrow gauge would be dead already. 

As to the decision of the question in Mexico, let 
no one think that it depends upon the merits of 
the two gauges,or that decision of these on a scientific 
basis will settle the whole matter. It is rather whether Gen- 
eral Rosecrans or Colonel Plumb shall havea contract with 
the nation for the construction of several hundred miles of 
railroad, in which the one who gets the contract will receive 
very large subsidies. Imagine such a question before our own 
Congress, and it will be easy to see that the merits of the 
schemes might have less to do with their success than the 
diplomacy of the schemers. There is, alas! a “lobby” in 
Spanish-American legislatures as well as in the nest of our 
own bird of freedom ; though it is not known by that name, 
and perhaps uses somewhat different arguments, furnishing it- 
self with those which the Spanish-American legislator is most 





susceptible to. According to the latest news, as we under- 
stand it, the administration, which had been 
authorized to make a contract with General Rosecrans 
declines to approve of his scheme, and now counts 
it as out of the field altogether. But meanwhile 
the Congress, which has the power to passlaws making con- 
tracts, has developed a majority in opposition to the adminis- 
tration, wkich is likely enough to make its opposition felt on 
all questions. But then this Congress has but a few wecks 
more to live ; so, for aught we.see, the question is likely to be 
relegated to chaos and biack night—or to the election of a new 
Congress, which some may say is the same thing. Imagine a 
popular electiou in which the rallying cries should be, ‘‘ Don Al- 
fonso and the narrow gauge,” “ Lerdo and the standard for- 
ever!” That would be an opportunity for engineers to take the 
stump and apply the principles of mechanics to carrying an 
election. 

Later information, in papers of the 1st inst., is to the effect 
that the Congress, in an election of officers for the month of 
May, developed an administration majority, ‘‘ which is a favor- 
able augury of its good disposition and a desirable harmony 
between the legislative and executive powers.” Following this 
announcement in the Zrait d’ Un on is this concerning the rail- 
road question : 

**The railroad question is more than ever the order of the 
day. The government, if it has not already done go, will prot - 
ably report to Congress on it very soon. Gexeral Rosecrans 
has redoubled his efforts to realize his projects ; General Palmer 
has returned to give bim his support; articles in the newspa- 
pers and pamphlets abound, and we perceive with pain that the 
strife has developed a decided animation. General Rosecrans 
seems to be in a state of war; we see him combating, with much 
valor, even the Official Journal. Itis hardly probable that Con- 
gress can take any decisive action, during this session, on the 
initiative of the government; and Mr. Rosecrans, in order to 
ward off this danger, has thought it best to apply to Congress 
directly, to make his propositions to it, supporting his demand 
by the deputation from the State of Colima. Mr. Plumb is dis- 
tinguished by his silence and his patience, and we have heard 


nothing said for some time of the managers of the Vera Cruz 
Raiiroad, who have almost all gone to Europe.” 








Tue Rawway Association or America has just closed ,its 
first day’s session as we go to press, and a brief report of its 
proceedings is given elsewhere. The attendance was not very 
large, but the proceedings were of considerable interest. A 
fuller report, with the proceedings of the second days’ session, 
will be given next week. 











Tue Master Mecuanics’ Association began what promises 
to be one of the most interesting of its conventions in Balti- 
more last Tuesday, and a brief report of that day’s proceedings 
is given elsewhere. 





NEW PUBLICATIONS. 








A System of Full Wrought Tables of Railway Ercavation and 
Embankment: Computed according to the Prismoidal For- 
mula, by Edmund Fish, C. E. Pablished by Edmund Fish & 
Co., Arcola, Ill. 

This work consists of tables which give on inspection the 
solidity of the prismoidal formula for stations of 100 feet, be- 
tween level sections of any center height under ten feet. For 
stations where the ceater height of one or both of the end sec- 
tions is over ten feet, a second set of tables is added—con- 
structed on the formula published in the Rartroap Gazerre for 
September 21, 1872—which give the truo solidity by taking the 
sum and difference of the two center heights and adding to- 
gether the quantities obtaincd opposite to each. Tables are 
also given for increasing the center height on account of sur- 
face slope. All of these tables are given for road-beds of 12, 14, 
18 and 20 feet and slopes of 1} to 1, and in a supplement tables 
of correction are added, by which those given can be applied 
to other road-beds or other slopes. 

All the tables are printed in clear and large type and seem 
to have been prepared with much care, and on light work 
where the section can be assumed to be level, or where the 
center and side heights can be averaged without too great 
error, these will often prove very convenient; but in side-hill 
work or in deep cuttings, though they can still be used with 
some saving of labor, it wonld usually be also with considera- 
ble sacrifice of accuracy, and the common method of direct 
computation would be generally preferred. The radical objec- 
tion to the use of any tables of this character is that they are 
apt to be applied to sections taken in irregular ground, where 
such use involves considerable error; but in suitable localities 
these tables would be somewhat simple and somewhat more 
accurate than the similar methods in common use. They can 
be applied to other road-beds and slopes than those given with- 
out much increase of labor, if the character of the work is 
otherwise well suited tor their use, by the methods given in 
the supplement. 

It would probably have been more generally acceptable to 
have given solidities only to the nearest yard instead of the 
nearest tenth. Greater accuracy is not justified by the field- 
work, and the additional figure serves only to confuse the eye 
and increase the size of the tables. 











The Master Mechanics’ Association. 





The sixth annual Convention of “‘ The American Railway Mas- 
ter Mechanics’ Association” assembled in Raine’s Hall, Balti- 
more, at 9 o’clock a. m. on the morning of the 13th, and was 
called to order by the President, H. M. Britton, of the White 
Water Valley Railroad. 

About one hundred members of the Association answered to 
their names at the calliug of the roll, but there were numerous 
arrivals during the forenoon. 

The officers present were: H. M. Britton, President; N. EK. 
Chapman, of the Cleveland & Pittsburgh Railroad, First Vice- 
President; and J. H. Setchel, of the Little Miami Railroad, 
Secretary. : 

The proceedings were opened with prayer by Rev. J. H. 
Lightbourn, pastor of the Charles Street M. E. Church. 

Proceedings of the last Convention (held at Boston, June 11, 
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1872) were presented in printed form by the Secretary, and were 
approvi 
ADDITIONS TO THE ROLL. 

The following new members signed the constitution snd by- 
laws of the Association : 

W. H. Lewis, Morris & Essex Div., Del., Lack. & Western R. 
R., Hoboken, N. J.; N. Siingland, Conn. Western R. R., Hart- 
ford, Conn.; C. W. Hollister, Conn. Valley R. R., Hartford, 
Coun.; Fred. C. Dorsey, Michigan Cen., Jackson, Mich.; C. C. 
Elliott,,C. & N. W. R. R., Clinton, Iowa; Robt.King, Charlotte, 
Columbia & Augusta R. k., Charlotte, N. C.; T. A. Pervis, M. 
M., B. & A. R. R., Greenbush, N. Y.;C. H. Brown, D., L. & W. 
R. R. (Utica Div.), Utica, N. Y.; Jos. Elder, R., R. I. & St. L. 
hk. R., Beardstown, Ill.; Henry Hankford, M. M. Naugatuck 
R. R., Bridgeport, Conn.; John F. Crocket, Boston, Lowell & 
Nashu aR.R., Boston; A. Gould, N.Y. C. & H. R. R., Rochester, 
N. Y.; J. F. Setchel, New York & Oswego Midland R. R., Wor- 
tendyke, N. J.; Peter Clark, Northern Railway of Canada, To- 
ronto ; Ezra Osborn, Graut Locomotive Works ; J. G Hubbard, 
Erie Raalway, Buffalo; Wm. H. Ellis, Catawissa Div., Phil. & 
Reading R. R. 

THE PRESIDENT’S ADDRESS. 


fn accordance with the usual custom the President (Mr. 
Britton) made a shortaddress. He said: 

Gentlemen of the American Railway Convention : 

I congratulate = upon our sixth anniversary. I congratu- 
late you that each succeeding year gives new evidences of the 
prosperity of your Association, for that is a sure guarantee of 
its great utility. Created by the necessities of a great, increas- 
ing and hmitless industry, it aims to be worthy of the causes 
which gave it birth. 

The age in which we live, fruitful as it has been in great 
events, wonderful changes and great accomplishments, is pre- 
eminently distinguished by the progress which has been made 
in the mechanical arts. 

In many branches of mechanics, however, the wonderful 
relics of the ingenuity, industry aad ability of past ages leave 
this period nothing of which to boast. The silent Egyptian 
pyramids and the animated reiica of Grecian and Roman art 
still remain unequaled. But it has been reserved for this age 
to far surpass all that have preceded it in the great work to 
which you have devoted your energies and your lives. 

No dreamer in the most remote or nearest past ever pictured 
to the imagination the effect which has been produced by the 
iron bands which now stretch in every direction over two conti- 
nents with the machinery moving upon them, of which you in 
America are the representatives. 

Where the progress has been so great more is naturally ex- 
pected. The great danger to-day is that more will be expected 
of railroad machmery than it can perform. There is a limit be- 
yond which it is not possible to satisfy or economically operate 
machinery. The present state of public feeling in many parts 
of the country arose from the fact that producers, both manu- 
facturers and farmers, find that their products cannot be deliv- 
ered at great distances so as to be sold at a large profit, and is the 
result of a want of ;roper general information upon the possi- 
bility of moving great bulks considerable distances by the ma- 
chinery which you represent. It is for us to do our part to en- 
lighten the public on this subject. How can we better accom- 
plish this than to meet in convention once in each year—select 
subjects, appoint committees to compile reports and then enter 
into an open discussion of them? 

The reports last year were very satisfactory and a credit to 
the committees who compiled them. The discussions which 
followed were by far the best we have had at our meetings. Let 
us continue to excel in our reports and discussions. 

Great credit is due your Secretary for the manner in which he 
has performed the dutes of his office the past year. He has 
been untiring in his efforts to promote the welfare of your 
Association. 

Some of the members complain that their superior officers 
object to their attending our Convention ; also, some object to 

aying their expenses. If such members will furnish their 
President and Superintendent with our printed report and re- 
quest that they read our proceedings, I am confident that they 
will be convinced that it is for their interests that their 
master mechanics should attend our meetings. 

After the adjournment of the last annual meeting, this As- 
sociation was presented, through its President, with $3,000 by 
the committee who entertained us in the city-of Boston. Your 
Supervisory Committee placed the amount on interest subject 
to the action of the Association. I would request that trustees 
be appointed to take charge of this money, as per request of 
the donors. 

Gentlemen, the recollection of our former meetings in the 
Westand in the East has for every one something distincily 
agreeable of the locality at which they occurred, 4nd I am sure 
that all of you are glad that to-day we meet in this city of Bal- 
timore. Its localities have great general interest to all of us, 
quite sufficient to make us rejoice to be here. But, beyond 
that, our professional interest cannot fail to receive the highest 
gratification. From Baltimore radiate, north, west and south, 
some of the most ey genes: railroad lines. Her connections 
are with every partofthe country, and keep pace with what is 
most permanent in railroad enterprise and progress. 

Gentlemen, rejoicing to meet every one of you, and wishing 
you all the pleasure and improvement that this reunion prom- 
ises, 1 now invite you to enter upon the business of the Conven- 
tion. 

INCRUSTATION OF BOILERS. 


The first paper read was from the Committee on the Opera- 
tion and Management of Locomotive Boilers, including the 
Purification of Water, —— at the Boston Convention, con- 
sisting of Messrs. H. Towne, Hannibal & St. Joseph Rail- 
road; A. H. De Clereq, Toledo, Peoria & Warsaw, and Harry 
Elliott, Ohio & Mississippi. 

This report was listened to with great interest, and was dis- 
cussed by the members. A motion was made to continue the 
Committee until next year, and it was increased by adding to it 
Mr. Coleman Sellers. The Committee was instructed to ap- 
point one of their members to select a chemiet to whom speci- 
mens of water could be sent to be analyzed. 

A report was from a committee appointed to receive and con- 
consider the invitations to the members of the Association. The 
Association accepted an invitation to visit Annapolis and in- 
spect the engineering department of the Naval Academy on 
Tuesday afternoon ; to visit Druid Hill Park on Wednesday ; 
the Mount Clare shops of the Baltimore & Ohio Railroad on 
‘Thursday ; go to Washington on Friday, and go to New York 
on Saturday to accept the hospitalities offeréd them there. 

A committee was appointed to arrange the committees and 
subjects for discussion next year. - ‘ . . 

The report on the Relative Value of Anthracite and Bitumi- 
nous Coal and Wood was read. Before the discussion was closed 
the meeting adjourned. 

In the afternoon a large number of the members of the Asso- 
ciation, invited guests and ladies took. the steamer Theodore 
Weems to Annapolis. A bountiful collation was furnished by 
the committee of citizensof Baltimore, and the excursion was 
in every way agreeable and much enjoyed by all on board. 

The attendance’is quite as large and the proceedings 
promise to be of greater interest than at any previous meeting. 








—Mr. W. K. Muir, Superintentendent of the Great Western 
Railway of Canada, sails for Europe, to be absent three or four 
months, during which Mr, M. D, Woodford, Assistant Superin- 
tendent, takes bis place, 


a 





@©eneral Qailroad Wews. 


ELECTIONS AND APPOINTMENTS. 








—Mr. William Harding, late of the Missouri, Iowa & Nebras- 
ka Railroad, has been appointed Roadmaster of the Quincy, 
Missuuri & Pacific Railroad, in place of Mr. Collins, resigned. 

—Mr, John H. Schermerhorn, Engineer during construction, 
and Superintendent since, of the Quincy, Missouri & Pacitic 
Railroad, resigned and retired from his position on the 30th of 
April, and Mr. J. R. Buchanan, who last fall resigned the posi- 
tion of General Freight Agent of the Missouri, Iowa & Nebraska 
Railroad, has been appointed in his stead. Mr. Schermerhorn 
has been so fortunate (if that is the proper word) as to have 
but one accident on his road, and that w trifling one, since it 
was opened. The employees of the road presented Mr. Scher- 
merhorn with a silver service on his retirement, as evidence of 
their esteem. 


—At the annual meeting of the stockholders of the New Jer- 
sey Midiand Railroad Company at Jersey City, May 9, the tol- 
jiowing board of directors was elected: H. Watkins, Delos E. 
Cuiver, Jersey City, N. J.; J. W. Hewson, G. A. Hobart, Pater- 
sun, N.J.; C. A. Wortendyke, C. Vreeland, J. N. Pronk, Wo.- 
tendyle, N. J.; H. R. Low, E. P. Wheeler, Middietown, x. Y.; 
K. C. Alburtis, Engiewood, N. J.; J. Loomis, Deckertown, N. J. 
R. P. Terhune, Hackensack, N. J.; Dewitt C. Littlejohn, Os- 
wego, N. Y¥. 

—At a meeting of the directors of the Panama Railroad Com- 
pany in New York, Messrs. Edwards Pierrepont, C. L. Hotch- 
kiss, L. 8. Stockwell and G. G. Haven tendered their resigna- 
tious, and their places were tilled by Messrs. Leonard, Park, 
Baxter and Pulluran, Tue reconstructed board, of whicn Mr. A. 
B. Stuckwell remains President, is as follows: W. B. Leopard, 
New York; ‘I’. W. Park, Bennington, Vt.; H. H. Baxter, New 
York ; George M. Pullman, Chicago; George 8. Scad, Alden 
B. Stockweil, IT. B. Musgrove, H. W. Gray, 8. J. Herriot, J. M. 
eo = Masterson, 8S. L. M. Barlow aud F, W. G. Beliows, 
New York. 


—At the annual meeting of the Lake Shore & Michigan 
Southern Railway Company, at Cleveland, O., May 7, the vid 
board of directors was re-elected, as follows: Horace F. Ciark, 
Augustus Schell, James H. Banker, Azariah Boody, New York 
city; Wilham D. Bishop, Bridgeport, Conn.; Wilham Willi.ms, 
Buifalo, N. Y.; Charles M. Reed, Wilham L. Scott, John A. 
‘Tracy, Erie, Pa.; Stillman Witt, Amasa Stone, Jr., Henry Bb. 
Paine, Cleveland, O.; Albert Keep, Chicago, lil. At a subse- 
quent meeting of the board tue old officers were re-elected, as 
toilows : President, Horace I’. Clark ; Vice-President, Augustus 
Scheil; Treasurer, James H. Banker; Auditor, C. P. Leland. 
—At the annual meeting of the Black River & Morristown 
Railroad Company at Theresa, N. Y., May 6, D. Bearup was 
unanimously elected President; H. CU. King, Vice-President, 
and A. A. Holmes, Secretury and Treasurer. 

—At the annual meeting of the stockholders of the Central 
Railroad Company of New Jersey in Jersey City, May 9, the old 
board of directors was re-elected, as follows: John ‘Taylor 
Johuston, John C. Green, Adam Norrie, Sidney Dillion. J. Buor- 
man Johnston, New York City; Hon. Frederick 'T, Frelinghuy- 
sen, Newark, N.J.; Benjamin Williamson, John Kean, Hliz.- 
beth, N. J.; Henry D. Maxwell, Kasion, Pa. 

—Mr. Charles 8. Mellen, of Convord, N. H., has been appoint- 
ed Paymaster of the Northern Railroad of New Hampshire. 

—Mr. C. C. Spring, formerly General Passenger Agent for 
New Knugland ot the Lake Shore & Michigan Southern road, has 
— appointed to a similar position for the Boston & Maine 
road. 

—The board of directors of the Cincinnati & Great Northern 
Railroad Company met in Hillsdale, Mich., April 24, and com- 
pleted the organization of the company by the election of the 
following officers : John C. McKinuey, Dayton, O., President; 
W. A. Weston, Greenville, O., Secretary; A. McCarty, of Pitts- 
burgh, Pa., Treasurer ; Executive Committee, J. C. McKinney, 
W. A. Weston and L. N. Keating. 

—At the annual meeting of the Pennsylvania Petroleum Rail- 
road Company at Meadville, Pa., May 5, the following board of 
directors was elected: Jas. B. Hodgskin, A. H. Steele, I. D. 
Barton, R. E. O’Brien, Thos. Warnock, J. ‘I. Wann and John 
8S. Dynes. Jas. B. Hodgskin was elected President aud Treas- 
urer; A. H. Steele, Vice-President; F. A. Goddard, Auditor ; 
J. T. Blair, Secretary and Superintendent. 


—At the annual meeting of the Wheeling, Pittsburgh & Bal- 
timore Railroad Company at Washington, Pa., May 5, C. M. 
Reed, who was President during the last year, was re-elected 
to that position, and the following gentlemen were elected di- 
rectors: C. M. Reed, W. W. Smith, W. Workman, 8. B. Hayes, 
of Washington, Pa.; W. B. Bissell, of Pittsburgh; Col. J. B. 
Ford, of Wheeling, W. Va., and Wm. Keyser, of Baltimore. The 
directors met in Pittsburgh, May 6, and elected the following 
officers : J. B. Washington, Secretary; W. H. Ijams, Treasurer, 
and James L. Randolph, Chief Engineer. 


—Mr. Francis Chase, Superintendent of the Portland Division 
of the Eastern Railroad, having resigned, the whole line be- 
tween Boston and Portland will hereatter be under the charge 
ot the Superintendent, Mr. J. Prescott, with office at Boston. 

—Mr. Charles P. Johnson, formerly Train Master on the St. 
Louis & Southeastern Railway, has been appointed Master of 
‘Transportation on the Texas & Pacitic Railway, with head- 
quarters at Shreveport, La. 


—Major H. W. Vandegrift, formerly Superintendent and Chief 
Engineer of the Orange, Aiexandria & Manassas road, is now 
Assistant Superintendent of the Indianapolis, Cincinnati & 
Lafayette. 

—The corporators of the New Jersey & Delaware Central 
Railroad Company met at Wilmington, Del., May 5, and organ- 
ized the company by the election of the following officers : 
President, B. F. Smith, New York; Vice-President, William 
Bell, New York; Secretary, 8. H. Robbins, Allentown, N. J. ; 
Treasurer, E, Howe, Princeton, N.J.; Chief Engineer, R. 8. 
Van Rensselear, Bordentown, N. J.; directors, B. F. Smith. W. 
Bell, of New York; J. Jamison, of Pennsylvania; 8S. H. Rob- 
bins, J. D. Pancoast, of New Jersey; H. H. Appleton, Richard 
Townsend, Samuel Townsend, Henry Cleaver, of Delaware. 


—At ameeting of the subscribers to the Delaware & Chesa- 
peake Railroad Company at Odessa, Del., May 8, the company 
was organized by the election of the following officers: Wm. 
Polk, Joseph Cleaver, C. Watkins, J. B. Fenimore, L. G. Vande- 
grift, of Delaware, and 8. H. Robbins, Edwin A. Ford, Jos. R. 
Lippincott and B. F. Smith, of New Jersey ; Joseph D. Pan- 
coast, of New Jersey, Treasurer. The board of directors subse- 
a elected J. B. Fennimore, President ; 8. H. Robbins, 

ice-President ; R. S. Van Rensselaer, Chief Engineer, and D. 
C. Corbit, Secretary. 

—At the annual meeting of the Sodus Point & Southern Rail- 
road Company at Newark, N. Y., May 7, the following board of 
directors was elected: S. K. Williams, E. Blackman and C. G. 
Pomeroy, of Newark, N. Y.; Dr. E. Aldridge, John Arnot, Jr., 
and Charles J. Longdon, of Elmira, N. Y.; Hon Ezra Cornell 
and C. E. Titus, of {thaca, N. Y.; Charles Pusey, of New York ; 
Henry Cook, of Bath, N. Y.; Robert A. Packard, of Towanda, 
N. Y.; Gen. J. C, Magee, of Watkins, N. Y., and F. A. Bassler. 


—At the annual meeting of the Atlantic & Pacifico Telegraph 
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Company at Pittsburgh, Pa., May 6, William G. Johnston, of 


Pittsburgh, was elected President, and the following named 
geutlemen chosen directors for the ensuing year: M. W. Wat- 
son, G. W. Hailman, E. Breed and D. McVargo, of Pittsburgh, 
Pa.; W. M. Tassington, of St. Louis; T. J. Wood, of Dayton, 
Ohio; A. O. Branner, of Louisville ; J. W. Weer, of Harrisburg; 
A.C, Carnegie and J. W. Eliis, of New York; F. Q. Beisel and 
J. L. Shaw, of Philadelphia, 

—At the annual meetizg of the Illinois & St. Louis Bridge 
Company at St. Louis, May 7, the following board of directors 
was elected: Girard B. Allen, Barton Bates, John Jackson, 
Carlos S. Greeley, George Knapp, A. Boody, William Taussig, 
John R. Lionberger, James H. Britton, Lewis B. Parsons, Ju- 
lius 8S. Walsh, E. W. Woodward, Robért L. Kennedy. ‘The offi- 
cers of last year, with G. B. Allen as President, were re-elected. 

—At the annual meeting of the Seaboard & Roanoke Railroad 
Company at Portsmouth, Va., May 7, the old oflicers were re- 
elected for the ensuing year, as followa: President and General 
Snperintendent, Juhn M. Robinson; directors, Moncure Robin- 
son, Richard Dickson, Thos. Kelso, David A. Barnes, Nulbro 
Frazier, W. P. Savage; Treasurer, John T.. Hill; Auditor, Jos. 
A. Walton ; Superintendent of Transportation, E. G. Ghio ; Su- 
perintendent of Machinery, J. B. Pendleton ; Superintendent 
of Road and Bridges, Samuel T. Hand. 

—Mr. W. W. Peabody, late Master of Transportation, has 
been appointed Superintendent of the Marictta & Cincinnati 
Railroad. Mr. W. H. Lancaster, late Assistant Master of Trans- 
portation, becomes Master of ‘Transportation. Mr. 8. W. 
Stone has been appointed Master of Road in place of J. P. Wil- 
liams, resigned. 

—Mr. Frank B. Greth, long Train Dispatcher at Lebanon, 
Pa., on the Philadelphia & Reading road, has been appointed Su- 
perintendent of the Chester Valley road. Mr. J. F. Colon, late 
a conductor on the road, has been appointed Train Dispatcher 
at Lebanonin place of Mr. Greth. 

—The Washington & Chicago Railroad Company was organ- 
ized at Washington, Ind., May 2, by the election of the follow- 
ing board of directors: E. Hyatt, W. S. Turner, J. J. McLauch- 
lin, J. C. Spink, T. J. Axtell, Wm. Tranter, Wm. Helphinstine, 
S. H. Taylor, J. H. O’Neall. The directors elected James C. 
Spink President. 

—At a meeting of the stockholders of the Louisville, Mem- 
phis & New Orleans Railroad Company in Louisville, Ky., May 
6, the following board of directors was elected for the ensuing 
year: B. DuPont, T. K. McCann, L. M. Paine, H. K. Pusey, O. 
C. Richardson, J. H. W. Frank, G. W. Beard, J. A. Thomas, J. 
D. Allen, W. George Anderson, A. M. Robinson, J. A. Chick, 
Ben. Wathen, W.J. Robertson and J. P. Barrett. 

—At the annual meeting of the Indiana & Iilinois Central 
Railroad Company, at Indianapolis, May 7, the following direct- 
ors were elected : Henry B. Hammond, Sidney Dilion, Chauncey 
Vibbard, Charles Dana, William H. Guion, New York; H. C. 
Moon, St. Louis; Benj. E. Bates, Boston ; Henry Lewis, Phila- 
delphia ; George M. Pullman, Chicago; A. L. Roache, Indian- 
apoiis; E. M. Benson, Montezuma, Iud.; Thos. H. McCaugh- 
try, Tuscola, lil., and Jobn H. Warren, Decatur, Ul. Mr. Ham- 
mond was re-elected President. 

—At a meeting of the stockholders of the Straitsville & Hock- 
ing Valley Railroad Company, held at Logan, O., May 6, the 
following gentlemen were elected directors: W. C. Quincy, J. 
L. Birkey, Lewis Evans, Eli Hull, 8. B. Woolson, Waldo Taylor, 
H. M. Wyeth, Isaac B. Kiley and W. C. Lee. The board was 
organized by electing J. L. Birkey, President; H. M. Wyeth, 
Treasurer, and Waldo Taylor, Secretary. 

—Mr. P. B. Ruffin, of Hillsboro, N. C., has been appointed 
Treasurer of the North Carolina Railroad Company. 

—Mr. Henry R. Low, of Middletown, N. Y., has been re- 
elected Treasurer of the New Jersey Midland Railroad Com- 
pany, which position he resigned last spring, owing to ill- 
health. 

—At the annual meeting of the stockholders of the Delaware 
& Hudson Canal Company in New York, May 13, the following 
board of managers was elected: Charles N. Talbot, Abiel A. 
Low, Robert Leuox Kennedy, James M. Halsted, Legrand B. 
Cannon, James R. Taylor, John Jacob Astor, W. J. Hoppin, J. 
Pierpont Morgan, George Cabot Ward, Robert M. Olyphant, 
New York city; Thomas Cornell, Rondout, N. Y.; Thomas 
Dickson, Scranton, Pa. Messrs. Morgan, Ward and Olyphant 
are new members of the board, taking the places of G. ‘T. Oly- 
phant (deceased), Edward J. Woolsey and Isaac H. Seymour. 

—At the election for officers of the New York Stock Exchange, 
held May 13, the following officers were chosen: President, 
H. G. Chapman; Chairman, M.G. Wheelock ; Vice-Chairman, 
James Mitchell; Secretary, B. O. White; Treasurer, D. C. 
Hays; members of the Governing Committee, to serve four 
years: Edward King, John R. Garland, Alfred Colvill, Edward 
Brandon, G. H. Watson, George W. McLean, Jacob Hays, 2d, 
Donald Mackay, John T. Denny and Brayton Ives; to serve 
two years: R. K. Cooke, D. B. Hatch; to serve one year: 
Theodore 8. Ferry. 

—Mr. J. T. Hayden, late Agent of the Lake Shore & Michigan 
Southern Railway at Kalamazoo, Mich., has been appointed 
Traveling Auditor of the road, with headquarters at Cleve- 
land, Ohio. 

—Mr. William A. Haven, late Division Engineer of the New 
York Central & Hudson River road, having charge of the two 
new tracks from Syracuse to Buffalo, has resigned that position 
to accept the appvintment of Chief Engineer of the Wisconsin 
Central. Mr. A. Grant Childs has been appointed successor to 
Mr. Haven on the New York Central & eateee River. 


—At the annual meeting of the Indianapolis & Vincennes 
Railroad Company in Indianapolis, Ind., May 8, the old board 
of directors was re-elected, as foliows: 'Phomas A. Scott, G. B. 
Roberts, Philadelphia, Pa.; Willam Thaw, T. D. Messler, W. 
P. Shinn, Pittsburgh, Pa. ; D. 8. Gray, Columbus, O. 

—The stockholders of the East St. Louis & Carondelet Rail- 
read Company have elected the following board of directors : 
J. W. Conlogue, J. B. Bowman, J. B. Lovingston, Joseph Ogle, 
Thomas Winstanley, A. B. Pope and John Trendley. The di- 
rectors organized by the choice of the following officers : J. W. 
Conlogue, President; J. B. Bowman, Secretary; aud W. C. 
Hewitt, Treasurer. 

—At the annual meeting of the Vermillion Valley & Northern 
Pacitic Railroad Company, in Vermillion, Dakota, recently, C. 
H. True, J. L. Fisher, V. E. Prentice, E. McKercher, M. D. 
Thompson, H. Newton and P. H. Turner were chosen directors. 
The board of directors elected C. H. True, President; M. D. 
Thompson, Vice-President ; F. McKercher, Secretary; V. E. 
Prentice, Lreasurer; H. J. Austin, Chief Engineer; J. W. 
Turner, General Superintendent. 

—The new board of directors of the Sodus Point & Southern 
Railroad Company has elected Stephen K. Williams, President ; 
John Arnot, Jr., Treasurer, and F. A. Bassler, Secretary and 
Superintendent. 


—Ata meeting of the-stockholders of the Lawrence & South- 
western Railroad Company in Lawrence, Kan., recently, the fol- 
lowing board of directors was elected: James Blood, 0. £, 
Leonard, J. W. Maximillian, J. P. Devencaux, W. Hadley, C. F. 
Garrett, Joel Grover, O. T. ‘Taylor. ‘The directors subsequently 
chose officers as follows: J. P. Usher, President; J. M. Web- 
ster, Vice-President ; O. EL. Leonard, Secretary. 


—At the annual meeting of the Illinois, Missouri & Texas 
Railroad Company, at Cape Girardeau, Mo., May 2, the follow- 





ing directors were elected: EliJ. Crandall, Benjamih R. Bon- 
ner, Clinton B, Fisk, Jeremiah D, Slocum, Alimian VY. Bohn, 
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Charles M. Randall and William W. Mann, re-elected, and Harry 
Lander and Thomas D. Price newly elected. 








PERSONAL. 





—Mr. Leverett Brown, whose sudden death of pneumonia, in 
Indianapolis on the 27th ultimo, was briefly noticed in these 
columns last week, had been engaged in railroad contracts in 
Illinois and Indiana for about four years. In- 1869 he graded 
three of the heaviest sections of the St. Louis, Vandalia & 
Terre Haute Railroad, and in this, his first contract, made a 
reputation for faithfu.ly executing his engagements to both his 
employers and )is employees, which always afterward 
made him respected and trusted. In 1870 and 1871 
he constructed wholly the Gilman, Clinton & Spring- 
field Railroad, in Illinois, including grading, _ bridg- 
ing, placing ties and_ track-laying. In 187i also he 
graded parts of the Indiana Division of the Cincinnati, La- 
fayette & Chicago, the Paris & Danville and the Decatur & 
State Line (now Chicago, Decatur & St. Louis) roads. ‘In 1872 
he was engaged in the construction of the Danville, Tuscola & 
Western and the Danville & Paxton railroads, both of which 
were left unfinished at the time of his death. Mr. Brown’s 
presence and manner were — attractive and well cal- 
culated to gain confidence, which his scrupulously honorable 
dealing confirmed. This, doubticss, was the secret of his suc- 
cess with workmen, often extremely difficult to manage, who 
could not fail to see that Mr. Brown not only intended to treat 
them fairly and pay them their wages, but really had a warm 
heart toward them and was anxious for their comfort and wel- 
tare. 


TRAFFIC AND EARNINGS. 








—The following is the official report of the Traffic Depart- 
ment of the Union Pacitic Railrvad tor the month of March: 


1873 1872. Increase. Decrease. P.c. 
Earnings...... $708.259 53 $565,861 44 $142,398 09 ........ Dg 
Expenses..... 330,800 10 366,668 67 ......... $35,868 57 934 





Net earnings. .$577,459 43 $199,192 77 $178,266 66 PEP 8936 


For the three months ending March 31 the report is as fol- 
lows: 


1873. 1872. Increase. Decrease. P.c. 
Earnings ....$1,724,(17 94 $1,373,912 61 $350,105 33 ....... .. Wo 
Expenses... 971,395 72 1.138.76448 ......... $167,368 %6 1434 





Net earnings.. $752,622 22 $235,148 13 $517,474 09 

For the month of March the gross earnings are at the rate of 
$673 per mile; for the three months at the rate of $1,661 per 
mile, against $1,324 per mile in 1872, showing an incrcase of 
$337 per mile, or 25} per cent. 

—The earnings of the Erie Railway for the six months from 
November 1 to April 30 were: 1872-3, $8,800,582 ; 1871-2, $8,- 
519,239 ; increase, $281,343, or 3 5-16 per cent. 

—The earnings of the St. Louis & Iron Mountain Railroad 
for the third week in April were : 1873, $53,320 ; 1872, $45,985 ; 
increase, $7,335, or 16 per cent. 

—The earnings of the Central Pacific Railroad for the month 
of April were : 1873, $1,132,920; 1872, $919,598 ; 1871, $720,929 ; 
increase 1873 over 1872, $183,322, or 193 per cent. ; increase 
1873 over 1871, $411,991, or 574 per cent. d 

For ithe four months ending April 30 the earnings were: 1873, 
$3,654,255 ; 1872, $2,989,421; 1871, $2,357,365; increase 1873 
over 1872, $664,834, or 22] per cent; increase 1873 over 1871, 
$1,296,890, or 55 per cent. 

—The earnings of the Grand Trunk Railway of Canada for 
the week ending April 19 were: 1873, £41,400; 1872, £38,200 ; 
increase, £3,200, or 8} per cent. 

—The earnings of the Great Western Railway of Canada for 
the weck ending April 18 were: 1873, £24,130; 1872, £24,739 ; 
decrease, £609, or 24 per cent. 

—The following companies have thus far published their 
earnings for April : 





1873. 1872. Increase. Dec. P. ct. 

Atlantic & Pacific.... $105.352 $87,543 ba 105% 
Atlantic & G. West.. 434.845 393,234 2034 
Bur., Ced. R. & Minn. Vi.337 64,531 19% 
Central Picific....... 1.132.920 949.598 193 
Chicago & Alton..... 412,218 374,878 10 
Chicago & Northw’n. 99.816 900 375 10 
Cle., Col. Cin. & Ind.. 432.928 381,113 1356 
Col, & Hocking Val... 93,133 68,200 40% 
SN, 2 he wh dhan ake eee 1,541.:58 1,527,993 x 033 
Illinois Central....... 544,035 559,871 rh 234 
Ind,.,; Boom. & Nest.. °124,U54 114 851 g 8 
Lake Sh. & Mich. S.. 1,694,543 1,528,250 =: 166,293 
Marietta & Cincinnati 190.542 145,858 41,704 30 
Milwaukee & St. Paul 569,236 474,133 95,048 4 
Mo., Kah. & Texas... 261,70) 117,542 144,158 =... 1226 
Ohio & Mississippl... 333,236 73,920 59,316 oben 215g 
Pacific of Missouri... 320,991 295,160 25,831 iti 834 
St. L , Altou & T. H., 

main line........... 113,632 115,517 saat. See 156 
St. L., Kan. C. & N... 231.836 230,109 1,777 eee 0% 
Tol., Wab. & West... 416,527 447,313 786 eae 0. 








CHICAGO RAILROAD NEWS. 
Ohicago-& Alton. 


This company has commenced the construction of a irst- 
class railroad bridge at Louisiana, on the Mississippi River. The 
total length, including the approaches, will be about one mile. 
It will rest upon massive stone p ers built upon piles, the piers 
to be constructed by the use of caissonsin the usual manner. 
It will have ten spans. Thecentral one, which comprises the 
draw, will be 442 feet in length, and will, it is said, be the 
longest bridge span in the world. Another span will be 225 
feet in length. Tne work for the construction of the piers has 
already been let, and the superstructure will shortly be also put 
under contract. It is designed to have the bridge ready for 
use by the first day of December. It will cost about a miilion 
dollars. 


Ohicego & Northwestern. 

This company has issued a circular oftering excursion tickets 
from Chicago to Lake Superior, and on that lake between Mar- 
quette and Duluth, and back to Chicago, for $35 for the round 
trip. One of the advantages of these trips is that the traveler 
is not obliged to pass over the same region of country twice, 
and he has a choice of four routes which are, in important re- 
spects, entirely different from each other. The company is at 
work upon the round-house west of the city with a considerable 
force of men. 


Chicago, Danvilie & Vincennes. 

This company hauls into the city at the present time forty 
loads of coal per day, and the demand for the coal is constantly 
and rapidly increasing. The business ef shipping corn and 
pork south is also becoming decidedly large. 


Ohicago & Pacific. 


This company is now running trains to Roselle, a distance of 
24 miles, oue train a day each way. Between the city and River 
Park, two trains perday are run. The present equipment of 
the road consists of 4 engines, 2 passenger coaches, 2 baggage 
cars, 3 caboose cars and about 60 freigut cars, and large addi- 
tions to these will be made and have already been ordered. The 





passenger cars are all provided with the Miller platform and 
coupler, and are very fine specimens of workmanship through- 
out. The depot is situated atthe foot of Halsted street and 
the North Branch of the Chicago River, and is somewhat re- 
mote from the central portion of the city. The company, how- 
ever, until they get the right of way toa more central point, 
have made an arrangement for the ranning of omnibusses be- 
tween the terminus and the business portion of the city. 


The Depot Concert. 


The men who have the matter in charge are preparing a 
monster concert to take place in the new passenger depot. It 
is to be a re affair, and is expected to eclipse most concerts 
of its kind. There is talk of supplementing the posece of Gil- 
more with a concert of several thousand school children during 
the week. The building is large enough to accommodate about 
twenty thousand people. 


Milwaukee & St. Paul. 


The freight and ticket offices of this company have been re- 


moved to Nos. 61 and 63 Clark street, opposite the Sherman 
House, 


Pittsburgh, Fort Wayne & Ohicago. 

The ticket office of this company has been removed to the 
northeast corner of Clark and Randolph streets, in the same 
locality as that which the company occupied before the great 
fire. The company is constructing station-houses in Milwau- 
kee, to be placed upon the line of the road between Milwaukee 
& Chicago. e 
Chicago, Burlington & Quincy. 

The city offices of this company have been located at No. 69 
Clark street, opposite the Sherman House. 

Illinois Railroad Law. 

The Illinois Central, the Chicago, Burlington & Quincy, the 
Chicago & Alton, and the Chicago & Northwestern railroad 
companies are preparing aschedule of freight rates to comply 
with the State law, which goes into effect on the first day of 
July. The rates will be in proportion to distance, and the 
effort will be made to do away SS favorably discrimi- 
nating rates at competing points. There is, in fact, a very 
strong desire on the part of railroad officials in this city to 
comply with the law as far as possible. 








ANNUAL REPORTS. 
Illinois & St. Louis Bridge, 


At the annual meeing of this company in St. Louis May 7 a 
report was made by the President of the company. No report 
was made by the Chief Engineer, his report being deferred till 
the completion of the bridge. 

The work on the bridge bas been much delayed by the diffi- 
culty of obtaining material for the couplings. It has finally 
been decided to use wrought iron instead of steel for the coup- 
lings for the upper members of the arch. 

The coatract for the east approach has been awarded to the 
Baltimore Bridge Company and is to be an iron trestle work. 
Work on the west approach has been resumed and is being 
vigorously prosecuted. 


The receipts of the cempany from its organization have been 
as follows : 






Payments on stock eubscriptione......... sande phdceiod $3,205,220 09 
Sale of first-mortgage bonds........... $0cbevedbenssecees 8,671,134 39 
ME. ..:ctesissnbre Sans sennemiewabsenmmne camalke $6,876,354 39 
Expenses for masonry, superstru 4 
SE ee ‘ $5,170.982 93 
Approaches and real estat oe . 655, 34 
Ree ° 


Charter account 








DORGIOMOY,. 2000000000 00000608 0ssenesececssenesseccse $167 249 30 
The sum required to complete the bridge and make the 
necessary interest payments is about $860,000. This it is pro- 
posed to raise by the sale of $1,050,000 second-mortgage bonds. 








OLD AND NEW ROADS. 
Lehigh Coal & Navigation Oompany.° 


Negotiations are in progress for the lease of the property of 
this company to the Central Railroad Company of New Jersey, 
which already leases the railroad (Lehigh & Susquehanna) be- 
longing to it. The company owns the Lehigh Canal from 
Easton, Pa., to Coalport, 48 miles, and leases the Delaware Di- 
vision Canal, 60 miles long, from Easton to Bristol. The com- 
pany also owns a large amount of coal property, and it is proba- 
bly the control of this coal property which the Central Com- 
pany chiefly desires. . 


Northwestern Association of General Freight Agents. 

The annual meeting of this Association was held in Mil- 
waukee, May 7. No business of general interest was trans- 
acted. The place for the next meeting is Toledo, O. 


Texas & Pacific. . 


Track has been laid for 10 miles west of Longview, Tex., and 
the contractors are said to be averaging a mile of track per 
day. Track-laying is to be commenced at Jefferson as soon as 
a sufficient stock of iron is received there. The work of laying 
the track eastward from Dallas is progressing rapidly. 

The bill extending the time for the completion of the road to 
Fort Worth has passed the lower House of the Texas Legisla- 
ture. The bill provides that the roads must be completed to 
Sherman and Dallas this year, and that the company shall re- 
ceive a land grant in place of a subsidy in State bonds. 


Mobile & Northwestern. 


The City Council of Mobile has refused to adopt the report of 
its committee recommending the repudiation of the bonds 
issued in aid of this road. Aresolution was adopted requesting 
the Mayor to call upon the trustees, who hold the $700,000 in 
bonds 1n trust, to be issued hereafter, to return them to the 
city. It is not thought that the request will be complied with. 
The interest on the $300,000 already issued is to be paid, a tax 
having been levied for that purpose. 


Detroit & Bay Oity. 
The road is to be opened for business to Vassar, Mich., May 


19. The track has been completed to Bay “7 some weeks, 
but the ballasting has been delayed by wet weather. 


National. 


It is reported that this company has obtained funds for the 
— of its road, and that work will at once be resumed 
on the yoad through New Jersey. 


Regulating Freight Rates in Delaware. 

Mr. Hinckley, President of the Philadelphia, Wilmington & 
Baltimore Company, has written a letter to the Secretary of 
State of Delaware on the operation of the law regulating rates 
passed by the late Legislature of that State. The law providcs 
that the rate per ton, or per passenger, per mile must be the 
same for shorter as fur longer distances. After giving a num- 
ber of instances showing the impracticability of enforcing the 
law, Mr. Hinckley says, in conclusion : 

“The law seems based upon the impracticable theory that a 
wholesale dealer shall = exactly the same price for bis 
commodities as the retail dealer does, and inasmuch as the 








latter cannot be forced to lower his prices, the former is re - 
quired to raise his, regardless of the consequences to the cus- 
tomer or to the dealer. 

“I should be exceedingly gratified if the gentlemen who 
framed the law referred to, or any of the gentlemen who voted 
for it, will explain how the law, if enforced, could fail to pro- 
—_ the most disastrous effects upon the business of the 

ate.” 


It is said that steps are being taken to test the constitution- 
ality of the law. : 


Cleveland, Mount Vernon & Delaware. 

The last bridge on the line, that over Alum Creek, 10 miles 
northeast of Columbus, O., has been completed, aud track- 
laying is | pe yen J well. It is thought that the construction 
trains will reach Columbus about May 20. 


Burlington, Oedar Rapids & Minnesota. 


The ‘town of Independence, Ia., has voted $20,000 in aid of 
the Milwaukee Seana. 


Illinois, Missouri & Texas. 

The grading on this road (formerly the Cape Girardeau & 
State Liue) is completed for 42 miles west of Cape Girardeau, 
Mo., and the balance of the grading is nearly finished to Poplar 
Biuffs, on the Arkansas Branch of the St. Louis & Iron Moun- 
tain road, a distance of 63 miles from Cape Girardeau. Track- 
laying has been commenced. Surveys for the line west of 
Poplar Bluffs are being made. It is intended to build the line 
southwest as far as Fort Smith, Ark. 


Milwaukee, Lake Shore & Western. 
The injunction restraining the town of Ozaukee, Wis., from 


— $30,000 in bonds voted in aid of this road has been dis- 
solved. 


Contracts, 


The Fourth Avenue Improvement Commissioners (office at 
the Grand Central Depot, New York,) will receive proposals 
until 3 p. m. May 20, for construction of new sewers on Fourth 
avenue and intersecting streets between Forty-ninth street and 
Harlem River, at points where the improvement will make the 
present sewers useless. 

Lieut.-Col. John Newton, of the United States Engineers, will 
receive proposals at his office, corner of Houston and Greene 
streets, New York, until noon on June 14, for dredging the bar 
in the Passaic River at Rutherfurd Park, N. J. 

Lieut.-Col. J. D. Kurtz, of the United States Engineers, will 
receive proposals at his office, No. 1,328 Chestnut street, Phila- 
delphia, until noon of June 11, for dredging from the bar in 
the Delaware River near Fort -Mifflin 140,000 cubic 
yards or more of sand and gravel. 

Captain D. W. Flagler, commanding the Rock Island Arsenal, 
Til., will receive proposals at the arsenal until June 4, for sup- 
ply at the arsenal about 3,240 lineal feet of hes.vy 15in. wrought 
iron I beams, weighing about 200 pounds per yard, in lengths 
from 15 to 22 feet, and generally of 19 feet; also for about 
7,400 lineal feet of heavy 12in. wrought-iron I beams, weighing 
about 125 pounds per yard. in length between 11 and 20 feet, 
and generally 16 and 20 feet. 

Mr. O. Chanute, Crief Engineer of the Erie Railway, will re- 
ceive proposals for constructing the road-bed for a second 
track on three sections of the road, amounting in the aggre- 
gate to 42 miles, described elsewhere, 


Hannibal & Moberly. 

A proposition to transfer $200,000 of stock in this road to the 
Missouri, Kansas &- Texas was voted on in Moaroe Vity, Mo., 
May 12, and carried by a large majority. 

Berks Oounty. 


_The Court of Common Pleas of Berks County, Pa., has de- 
cided that the Berks County Railroad Company has the right to 
cross the track of the Philadelphia & Reading road and lay a 
track on Front and Canal streets in Reading, and has denied 
the application for an injunction. The question, however, of 
building side tracks from the Berks County main track across 
the Philadelphia & Reading track is left undetermined. No ob- 
stacle now remains to prevent a connection being made between 
the Berke County and Wilmington & Reading roads. 
Washington & Ohicago. 

A company by this name has been organized to build a rail- 
road from Washington, Ind., northwest to the Evansville & 
Crawfordsville road near Carlisle, crossing the Indianapolis & 
Vincennes at Edwardsport. The road would be about 25 miles 
long. The capital stock is to be $500,000, of which $35,000 was 
subscribed on the organization of the company. 


Cairo & Vincennes. 


Through trains are to be put on to run directly from Cairo, 


Ill., to Indianapolis over this road and the Indianapolis & Vir- 
cennes. 


Jacksonville, Pensacct4 & Mobile. 


The equity of redempziun of this road was sold at Jackson- 
ville, Fla., May 5, to Colonel D. P. Holland. 


Oairo & Fulton. 

The Government Commissioners have made an examination 
of the road from Little Rock, Ark., to the Missouri State line 
and will, it is said, make a favorable report to the Secretary of 
the Interior. 

On the line southwest of Little Rock, the grading is com- 

leted for some 65 miles and the track laid tor seven miles. 
he work is being pushed forward as rapidly as possible. 


Boston & Maine. 


It is announced that this company has purchasod six acres of 
land around Smith’s Wharf in Portland, Me., and that a depot 
will be built on the property for the use of the Boston & Maine, 
Grand Trunk and Portland & Ogdensburg roads. 


North Pacific7Voast. 


Suit has been commenced to prevent the payment by Marin 
County, Cal., of $160,000 in bonds voted to thisroad. It is 
alleged that the aid was voted on condition that the road should 
pass through San Rafael, and that the route has since been 
changed so as to pass several miles from that town. 


Jefferson Oity & Fort Smith. 


A convention has been held in Jefferson City, Mo., to devise 
ways and means for building a railroad from that place through 
Southwestern Missouri and Western Arkansas to Fort Smith. 
A committee was appointed to take the necessary steps for the 
organization of a company. 


St. Louis & Southeastern. 

This company will commence very soon the construction of 
trestle-work and a pile bridge over Cahokia Creek and the 
slough in East St. Louis, to reach the site of the new depot. A 
fine passenger depot is also to be erected in East St. Louis. 


New Haven, Middletown & Willimantic. 

The semi-annual interest on the $3,000,000 of first-mortgage 
bonds, which was due May i, has not yet been paid. It is said 
that the parties who are completing the road propose to pay 
this if the floating-debt creditors will not press their claims, 
The interest due amounts to $105,000, and the floating debt is 
about as much more. 

The whole length of the road from New Haven to Willimen- 
tic is about 52 miles. The capital stock is $3,000.000, most of 
which is held by the towns along the line. There is some pretty 
heavy and expensive work on the line, agd the bridge across 
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the Connecticut at Middletown, which is 1,260 feet long, cost 
nearly $500,000. 

It is said that about $300,000 is still required to complete the 
bailasting of the road, build station houses, etc., and provide 
the necessary equipment. 


Chicago, Dubuque & Minnesota. : 
It is said that work will soon be commenced on the extension 
of the Turkey River Branch from its present terminus at Elk- 
ort, In., westward. Nearly all the grading for the line was 
one last year for some 40 miles west of Elkport. 


International & Great Northern. L 

The track on the Great Northern is completed to Lyndale, 15 
miles north of Tyler. Track-laying is going on rapidly toward 
the Sabine River, and it is expected that the junction with the 
Texas & Pacific will be reached by June 1. 


Atlantic & Gulf. 

The board of directors has resolved to commence work on the 
extension from Bainbridge, Ga., to Poliard,:Ala., notwithstand- 
ing the failure of the company to obtain aid from the State. 
The surveys for the extension, which will be about 165 miles 
long, have been commenced. At Pollard connection will be 
made with the Mobile & Montgomery and the Pensacola & Lou- 
isville roads. 


Kansas Central. 

* Efforts are being made to secure funds for the extension of 
this road westward from its present terminus at Holton, Kan. 
Jefferson township has voted $10,000 in aid of the road, 


Texas Railroad Projects. 

The following railroad projects aro now before the Legisla- 
ture of Texas : " 

The Fort Worth, Cleburne & Waco Company wishes a charter 
to build a railroad from Fort Worth south through Cleburne to 
Waco, a distance of about 80 miles. The capital stock is not to 
exceed $12 000,000, and the bill proposes to give 16 sections of 
land per mile. The company must complete ten miles by Jan- 
uary 1, 1875, and the whole road by January 1, 1877. 

The San Antonio & Austin Company asks a charter and 16 
sections of land per mile. The road is to extend from San An- 
tonio northeast to the Colorado River opposite Austin, 75 
miles, and by the terms of the bill the road must be begun 
within three years and completed in one year after commence- 
ment. The capital stock 1s $3,000,000, with privilege ot increase 
to $5,000,000. 

The Gulf, Colorado & Santa Fe Company asks for a charter to 
build a road from Galveston northwest through Caldwell, Cam- 
eron and Belton, crossing the Texas & Pacific in Eastland 
County, and thence by the most practicable route to Santa Fe, 
New Mexico. The company to complete 30 miles in two years 
and 30 miles annually thereafter, and to receive 16 sections of 
land per mile. Capital stock $2,000,000, with privilege to in- 
crease to $7,000,000. The total length of this line would be 
about 850 miles, of which 650 would be in Texas, 

The St. Louis & Mexican Gulf Company asks for a charter 
and 16 sections of land per mile for a road from Sabine Pass 
northwest through Beaumont, Woodville, Henderson and Paris 
to Red River and thence through the Indian Territory to a 
connection with the Atlantic & Pacific. Work is to be com- 
menced by September, 1873, and 50 miles of road built each 
year thereafter. The capital stock to be $2,000,000. This com- 
pany would have 320 miles of road in Texas. 


New River. xo 

This company, chartered last — by the Virginia Legisla- 
ture, purposes building a railroad from Central Depot, 96 miles 
west of Lynchburg on the Atlantic, Mississippi & Ohio, north 
down the valley of New River to the West Virginia line. From 
this point the road is to be continued bya West Virginia com- 

any to the Chesapeake & Ohio at the mouth of Greenbrier 
iver, The whole distance from Central Depot to the mouth of 
Greenbrier is about 55 miles. , 


Meetings. ’ 
The annual moeting of the Iiinois Central Railroad Com- 
any for the election of directors will be held in Chicago 
ay 28. : 
The annual meeting of the Milwaukee & St. Paul Railway 
Company will be held in Milwaukee, Wis., June 7. i 
The annual meeting ot the New York & Harlem Railroad 
Company will be held in New York May 20. 


St. Joseph Bridge. 

The last span of the railroad and wagon-road bridge over the 
Missouri River at St. Joseph, Mo., was swupg May 5. This 
span is 300 feet long, and the iron was transferred from the 
east bank of the river (500 feet) and raised and the span swung 
in place in less than 40 working hours. The only work remaining 
to be done is the laying of the floor and track, whiclr, it is ex- 

ected, will be completed by May 20. The bridge, which is of the 

ratt quadrangular truss pattern, was built by the Detroit 
Bridge & Iron Works, contractors. Colonel E. D. Mason is the 
Chief Engineer of the bridge company. 


Railroad Legislation in Michigan. 

Among the laws enacted at the late session of the Michigan 
Legislature were acts requiring companies to put train-brakes 
on all passenger trains ; to establish gates and keep watchmen 
at those street crossings in cities and villages where the Rail- 
road Commissioners shall think it neceseary to be done; to 
provide for the taxation of railroad lands, and to impose a tax 
of three per cent. on the gross receipts of all palace and sleep- 
ing car companies. A number of amendments were made to 
the general railroad law. ‘The bill regulating rates of freight 
failed to pass. 


California & Orego 

It is said that the Central Pacific Company intends to extend 
this road about 40 miles northward from the present terminus 
at Redding this season. The road has been located some dis- 
tance above Redding. 


Varna, Peru, Mendota & State Line. 

The stockholders of this company, which intends to build a 

railroad from Varna, Ill., on the Western Division of the Chica- 
o & Alton, north through Peru and Mendota to the Wisconsin 

Fine, have voted to consolidate with the Milwaukee & Northern 

Illinois, a company whose projected line extends from Milwau- 

kee southwest to the Iilinois State line. 

Michigan Air Line. L.A, 

A correspondent of the Detroit (Mich.) TZribune, writing 
from Rectal, Mich., says : 

** Another step in the Air Line warfare has been taken. Re- 
cently on complaint of Rufus Osborn, H. F. Ewers, M. A. Mer- 
rifield, and Joseph Smith, of Tekonsha, in this county, an in- 
junction has been issued directed to the Michigan Air Line 
Company, and the directors thereof, to the Farmers’ Loan and 
Trust Company, of New York, and to James F. Joy, and the 
Michigan Central Railroad Company, directing them as follows : 

“The said directors are commanded to desist and refrain 
from ratifying, confirming, or in any manner assenting to two 
certain pretended leases purporting to have been executed by 
Jerome B. Eaton, President, and O. W. Bennett, Secretary of 
the said Michigan Air Line Railroad Company, the one of that 
portion of the railroad of the Michigan Air Line Railroad Com- 

any between Jackson and Niles, ana bearing date about the 1st 

a of January, 1870; the other lease, of that portion of the said 

railroad between Niles and South Bend, bearing date about the 

10th of October, 1870 ; and also from ratifying or confirming two 
e 


certain deeds of trust purporting to have been executed by the 
said Eaton, President, and Bennett, Secretary ; and from mak- 
ing any other lease, grant, conveyance or assignment of the 
railroad of the Michigan Air Line Railroad to the Michigan 
Central Railroad Company, or any corporation, or from making 
or executing any mortgage or other instrument to encumber, 
alienate or dispose of any property of the said Michigan Air 
Line Railroad Company. 

“The Farmers’ Loan and Trust Company is enjoined from 
assiguipg or selling a certain trust deed recorded in the Calhoun 
County Register’s office on the 25th day of May, 1870. 

“* James F. Joy and the Michigan Central Railroad Company 
are enjoined from disposing of a certain trust deed, recorded 
February 25, 1870, and from selling or disposing of any of the 
Michigan Air Line Railroad bonds accompanying said deed.” 


Ashtabula, Youngstown & Pittsburgh. 

The difficulty with the Liberty & Vienna Company has been 
adjusted and regular trains are now running over the road. 
The work on the extension from Ashtabula, O., to the harbor is 
ee pushed forward and, it is expected, will be completed by 

une 1. 


Allegheny Valley—Eastern Extension. 

Trains have begun to run on the Eastern Extension (the 
“Low-grade” line) from Red Bank, Pa. (the junction with the 
main line) to New Bethlehem, a distance of 21 miles. 


Fredericksburg, Orange & Oharlottesville. 

The Norfolk (Va.) Journal says: 

** The road belonging to“%his company was to have been for- 
feited May 10, and to revert to the original Fredericksburg & 
Gordonsville Railroad Company (which is composed of the 
State of Virginia, the corporation of Fredericksburg and indi- 
vidual stockholders resident in that vicinity), unless the own- 
ers should deposit $20,000 of Virginia consolidated bonds be- 
fore that day with Col. Mayo, the State Treasurer, to be used in 
the payment of certain debts. At last accounts it was thought 
that the stockholders, who are residents of the North, would 

ay the debts and complete the road. Unless it is completed 
S the ist of August next, it still reverts to the parties men- 
tioned above.” 

The road extends from Fredericksburg, Va., west to the 
Orange & Alexandria near Orange Court House, and about half 
of it is completed and some grading has been done on the re- 
mainder. 

The company complied with the law and deposited the re- 
quired $20,000 in bonds with the Board of Public Works May 10. 


Missouri, Kansas & Texas. 


The contract for the first ten-mile section of the extension 
from Denison, Tex., southwestward is to be let as soon as the 
engineers can complete the location. 


Central Vermont. 


. The subscriptions to the stock of this company were as fol- 
OWS : 


Shares. 
George M. Rice. Wi :rcester, Maes..........00 sccccccccccececs 500 
Re cdce Subs bae bowbssiodd sick cua Cawebae - 20 
et oc, ch Sad ebhee te dcnuewccsbebewneaceen 
A. 56s csacwsbaaisestsaeseas Kkcevheenas 
N54... weguesdinn oaabsaskabeetewieeebastes’ 
J. B. Page, Rutland, Vt... Rubaeecaeeien ees ds 


W. C. Smith, St. Albans, Vt.. . 
Otis Prury, Boston............ .. : 
Joseph Clurk, Miiton, Vt....-....... 
John Gregory Smith, St. Albans, Vt 
J. R. Langdon, Montpelier, Vt 
K. 8. Chaff ¢, Boston ...........scce 
A. O. Brainard, St. Albans, Vt 
rrr rer rere 
Lawrence Barnes, Burlingtor, Vt 






Seow rece neces eeeranrinns 





SR, cccakisas wee: sasicaweinennneweweue sds 200 
Neca, ache caninashiabeciss s0ncea Seseenbe 50 
eee ee, | re eee 100 
F. A. Brooks, Boston (bonds).............: beGASEACOOR. aEROEES 127 

Total Vermont and Boston interest..... Nee nes een Weck 3,727 
William J. Emmetts, New York...........20..ccccsccccscccece 10 
James B. Hodgskin, on” edebaceskeesseeuabiusbawesasbé 10 
Harry Blood, © ebb nnecnenedrasesscecaccccnece 10 
A. A. Selover, DS . | eebeaaeaeRneadhbaeaonenicehbican 1,000 
George H. Brown, Se casa Getaiati ig haga ai eee araticedaaet cle 3,000 
An‘trew McKinney, Ss wenkbbckensdesaseaseheaneesnen 1,000 
J. Q. Hoyt, EE Oe eer re eee 1,500 
C. Meyer, gE ee BEERS, 2.0 0 
W. Butler Duncan, apes enegunebeenennteerseheniok 3,000 
C. L. Lincoln, North Bennington..... 100 
C. E. Houghton, ™ aka 25 
J. G. McCullough, * a 100 
T. W, Pars, * os ak o- 5,445 
M.S. Colburn, Manchester......... ‘ 160 

SE Pe POON, «cnc cnncascuscksekscuawsscious, 16,300 


The “ Vermont and Boston interest” is similar to the old 
Vermont Central management, and the ‘“‘ New York” interest” 
is identical, or nearly so, with the new New York, Boston & 
Montreal Company. It is supposed that the Vermont Central 
and its leased lines, after reorganization in the Central Ver- 
mont, will be leased to or worked in the interest of the New 
York, Boston & Montreal, which latter will then be formed 
chiefly of roads which have been bankrupt or unable to meet 
their debts. The construction of a small amount of new road 
(about 60 miles, we believe) will give it an unbroken line from 
the Harlem River to Montreal, for about 150 miles nearly par- 
allel with the Hudson River and Harlem roads, but avoiding 
nearly all the considerable towus west of the Hudson. With 
an entrance into New York completed, however, it would com- 
mand the only existing direct route between New York and 
Montreal (a route on which there is a fair passenger and a light 
freight traffic), until some uew roads projected and partly 
under construction shall have given the Hudson River road a 
new connection northward. 

Erie, 

Mr. O. Chanute, the Chief Engineer, advertises for propo- 
sals for the grading and masonry for the second track, in sec- 
tions, as follows: 

Lackawaxen (110 miles from New York and junction of 
Honesdale Branch) westward 114 miles to Narrowsburg. 
oo” (203 miles west of Narrowsburg) west to Fiancock, 

+ miles. 

one ll (103 miles east of Buffalo) east to Attica, 20 miles. 

This is a total of 42 miles. It will be divided in mile sections, 
and bids will be received for one or more sections. Blanks for 
pecpeeels may be had of Mr. G. Fay, Engineer in Charge, 

arrowsburg, and Mr. A. R. Trew, Engineer in Charge, 
Buffalo. Work is to be completed within 90 days, and con- 
tractors who do their work promptly and well are promised the 
preference in future lettings, which are expected to cover 
about 75 miles more this season. 


Omaha & Oouncil Bluffs Bridge, ¥ 

The Government having the right to retain one-half of the 
tolls on all its traffic going over the Union Pacific Railroad, the 
question arose whether this right extended to the bridge be- 
tween Council Bluffs and Omaha, for which separate charges 
are made. This being submitted to the Attorney-General, he 
says that the act of 1862, incorporating the company, and the 
amendatory act of 186i are to be taken together as one act, and 
as they > that one-half of all compensation for services 
rendered by the railroad company to the government shall be 
retained from the payment of its bondgand interest, without 





naming any specific services, and as said acts grant railroad, 





telegraph and bridge franchises, he holds that the provisions 
as to compensation apply as well to services under the one as 
under the other of these franchises. He also says that under 
the act of 1873 all compensation for services to the Gov- 
ernment by said company upon its railroad of any kind is to be 
retained so long as any interest is due to the United States by 
the company upon its bonds which remains unpaid, and that 
the railroad of the company across the bridge is one of the 
railroads to which said act applies. The Attorney-General 
prefaces his decision with the statement that the determination 
of this question does not involve the inquiry as to the terminus 
of the Union Pacific Railroad, and therefore there is no decision 
upon that subject. 


Chicago, Millington & Western. 

The preliminary survey for this proposed “narrow-gauge rail- 
road has been completed from Chicago west by south to Prince- 
ton, Ill., and the engineer’s party has been disbanded. The 
route is alittle north of the Chicago, Burlington & Quincy to 
Aurora, thence down the west bank of Fox River to Millington, 
for the most part very near the Fox River Valley Branch of the 
Burlington road, and thence westward to Princeton. For tho 
entire distance it is near the Chicago, Burlington & Quincy. 
Popular Stock Subscriptions. 

A correspondent who was engaged in the surveys of a pro- 
posed new railroad in Illiaois writes as to the popularity of new 
railroad schemes there: “‘The company depends on subscrip- 
tions to stock among the people, and if [ may judge from what 
I heard, the people—that is, five out of six—don’t care for any 
more roads, and nine out of ten wouldn’t have any stock any- 
way, and about nineteen out of twenty haven’t any money to 
spare now if they did want the road.” 


Georgetown & Rehoboth. 

This road is to extend from Harrington, Del., southeast to 
Lewes, near the Delaware Breakwater, a distance of 25 miles, 
and will form an extension of the proposed Baltimore, Chesa- 
peake & Delaware Bay roa | from Harrington to Delaware Bay, 
at the Breakwater. 


en ae «@ Delaware Bay. 

ork has been commenced on this road, which is to extend 
from the Delaware at Bombay Hook west to Massey’s, the junc. 
tion of the Kent County and Queen Anne’s & Kent roads. The 
road is being built in the interest of the New Jersey Southern. 


Lake Erie & Louisville. 


A large force is at work between St. Mary’s, O., and Union 
City, Ind., onthe grading. Track-laying has commenced be- 
tween Lima, O., and St. Mary’s. ‘The company intends to have 
the road completed this season to Cambridge City, Ind., about 
90 miles beyond Lima, the present terminus. . 


Rochester & State Line. 


The grading is almost completed to Great Valley, N. Y., on 
the Erie, 49 miles east of Dunkirk, and about 90 miles south- 
west of Rochester. It is said that the iron has been purchased 
and that track-laying will soon be commenced. The track- 
— will begin at Machias and work both ways from that 
point. 


Connecticut & Passumpsic Rivers. 

The third railon the Grand Trunk road from Lennoxville, 
Can., to Sherbrooke ‘is being taken up, and it is understood 
that trains on the Connecticut and Passumpsic Rivers road 
will hereafter run only to Lennoxville. Lennoxville is the 
es terminus of the road, but trains have been run to Sher- 

rooke, three miles further, over the Grand Trunk track, a third 
rail being laid for that purpose. 


Western Maryland. 


Work on the new line from Brooklandville to Baltimore is 
being pushed forward, and it is expected that the line wi'l be 
completed by July1l. The line is about 10 miles long. Trains 
ep heretofore been run over the Northern Central track into 

altimore. 


Oorinne & Helena. 


It is proposed to connect Montana with the Central Pacific 
by @ narrow-gauge railroad from Helena, in that Territory, to 
Corinne, Utah, and the Legislature of the Territory is to be 
asked to vote the project a subsidy of $2,000,000 in bonds, se- 
cured upon the real property of the several counties in propor- 
tion to their valuation. The governor has called an extra ses- 
sion of the Legislature, but there is a strong opposition to the 
subsidy from the counties west of the Rocky Mountains, which 
will be little, if at all, benefited by the road. 


Jacksonville & St. Augustine. 

The Jacksonville (Fla.) Union says: ‘ We learn that a ma- 
jority of the stock of the Jacksonville & St. Augustine Rail- 
road has been purchased by F. A. Dockray, Esq., under a con- 
tract for the building of the road onor before May 1, 1874. 
This action virtualiy transfers the ownership of the road to Mr. 
Dockray on his filing bond in the sum of $50,000. We suppose 
that itis the intention to form a construction company to build 
the road, and then turn it over completely equipped to the 
railroad company, which is the substance of the contract, but 
the purchase of a majority of the stock puts the whole thing in 
the hands of the construction company, who really become the 
owners and proprietors of the road. ‘They are then enabled to 
build the road with the stock alone, or by an issue of bonds 
which are authorized by the contract to the amount of $16,000 
per mile.” 

Ithas been decided to make the road of 4 test 8} inches 
gauge, instead of three feet, as at first intended. The bond 
referred to must be filed within 60 days, or the contract be- 
comes void. 


Springfield & Longmeadow. 

This company has made a new proposition to the city of 
Springfield, Mass. Itis proposed that the city subscribe $125,- 
000 to the stock (the whole amount of stock is $150,000), on 
condition that private individuals take the remaining $25,000. 
The city also to guarantee bonds to the amount of $100,000. As 
soon as the subscription is made, the present board of directors 
will resign, leaving the city, which will then own five-sixths of 
the stock, to elect its own representatives on the board. The 
road to be built is from Springfield south to the Connecticut 
line (about seven miles), there to connect with the Connecticut 
Central, now under construction. 


Oentral Narrow Gauge, of Oalifornia. 
Work on this road was commenced at Benicia, Cal., May 1. 


The road is to extend from Benicia north to Red Bluffs, about 
130 miles, 


Railroad Aid in Ontario. 


The following grants to railroads in Ontario were made at the 
late session of the Provincial Parliament: Midland, $90,100; 
Northern Extension, $56,000; Toronto, Grey & Bruce, $50,625 ; 
Wellington, Grey & Bruce, $50,450; London, Huron & Bruce, 
$135,000 ; Prince Edward County, $86,500; Whitby & Port 
Perry, $42,000; Port Dover & Stratford, $120,000; Cobourg & 
Marmora, $18,000. The whole amount granted was $648,675. 
Hudson River & Hoosac Tunnel. 

The old project for @ railroad from Albany to the Hoosac 
Tunnel has been revived, and surveys are being made. The 
proposed line is from Albany east through Wynantskill and 
Stephenstown to the Massachusetts line. where connection 
would be made with a road built westward from the tunnel. It 
is also proposed to build a branch from Albia to Troy. 
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